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CHICAGO, ILL. WASHINGTON, D.C. 
THE ESCH APPOINTMENT 

The country is being edified by the spectacle of a 
committee of the United States Senate holding up the 
nomination by the President of a member of the Inter- 
state Commerce Commission because certain senators 
object to his decision in a case in which their constit- 
uents were interested. There is no question of Mr. 
Esch’s fitness to serve on this body and there can be no 
question of his right to vote as he pleased on the lake 
cargo coal case and to change his mind on rehearing— 
unless, indeed, it be charged that his vote or his change 
of mind was corruptly influenced. There has been no 
hint of that, of course. The worst that has been hinted 
is that he changed his mind because he thought such a 
course might result to his benefit in the matter of 
reappointment. 

The country ought to be interested in this case and 
insist on confirmation of Mr. Esch, whether it knows 
anything about his ability and qualifications or not. The 
question is whether a member of the Interstate Com- 
merce Commission may exercise his function according 
to the dictates of his conscience without fear of punish- 
ment by political-minded senators. Are we to have 
regulation of carriers by a Commission that is free from 
pressure, or are we to have political interference to the 
end that, when a commissioner’s views do not suit cer- 
tain senators, they, with the aid they bring to them- 
selves by enlisting the support of other small persons 
who have seats in the Senate and mean to keep them, 
and who have schemes they are willing to use as a basis 
for trades, can prevent his continuing to serve? We are 
not taking sides in the lake cargo coal case. Commis- 
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him the law and the facts or must take the consequences 
of losing his job if certain senators do not agree with 
him. 

The National Industrial Traffic League has asked 
to be heard by the Senate committee on the matter of 
confirmation of the Esch appointment. We hope its re- 
quest will be granted and that it will present the matter 
as forcefully and logically as it was presented by Mr. 
J. H. Beek, executive secretary of the League, at the 
annual dinner this week of the Milwaukee Traffic Club. 
He urged his hearers to appeal to the senators from 
their state of Wisconsin. That is the way to reach the 
politicians who make our laws. Most of them appreciate 
nothing but what they understand to be the will of the 
voters who can keep them in or oust them from their 
seats. 


BARGE LINE TO OMAHA 

In the January 14 issue, in this column, we com- 
mented on a pamphlet by E. P. Ryan, manager of the 
trafic department of the Grand Island, Nebraska, 
Chamber of Commerce, opposing an extension of the 
government barge line project to the Missouri River. 
Mr. Ryan is also president of the Nebraska Traffic 
League. In the Omaha Bee-News of January 18 ap- 
pears an answer to Mr. Ryan by Lachlan Macleay, sec- 
retary of the Mississippi Valley Association, in which 
he attempts to state the benefits that would accrue to 
interior Nebraska points as the result of the accomplish- 
ment of the Missouri River navigAtion project and the 
operation of a barge line to Omaha. He has addressed 
no communication to us, so we are under no obligation 
to give all his arguments, but we desire to call attention 
to one of his statements, as follows: 

The Mississippi-Warrior barge line lost money every year 
from 1920 to 1925, but in 1926 and 1927 substantial profits were 
made. In 1926, aiter setting aside heavy depreciation cost, pay- 
ing all overhead and expenses, the line showed a net profit of 
$219,511.96, while at the same time it saved the shippers in the 
valley $2, 050,831 in freight rates. The cause of most of the losses 
prior to 1926 was bad channel conditions in the Mississippi, 
which are now rapidly being remedied. 

This is an untrue statement. Whether it is delib- 
erately so or not we have no means of knowing, but 
there has been sufficient light thrown on the financial 
statements of the barge line to inform anybody that it 
has not made a real profit in any year and that its own 





BIRMINGHAM, ALA., 226 Woodward Bldg.— 
L. POOLE, General Agent. 


BLOOMINGTON, ILL., 323 South Madison St.— 
H. JOHNSTON, General Agent. 


CHAMPAIGN, ILL., 622 North Neils— 

G. W. MANLEY, General Agent. 
CHICAGO, ILL., 231 South La Salle St.— 
PECK, General Agent. 

DALLAS, TEX., 1124 Kirby Bldg.— 

ED. R. HORTON, General Agent. 

DANVILLE, ILL., 32 South Vermilion St.— 


D. R. 


E. R. RAUCH, General 


DECATUR, ILL., L. C. BUNDY, Div. Frt. Agt., 
125 E. Wood St.—A. G. BROWN, Gen. Agent. 


W. H. WYLIE, 
Traffic Manager, 
Springfield, Ill. 


Freight Connections 
on Main 


Alton & Eastern— 
Granite City, Ill. (via Alt. & Sou. or 

8t. L. M. B. T.) 
Venice, Ill. (via So.Ry.V. & C.Belt). 


Alton & Southern— 
Granite City, Ill. 
Venice, Ill. (via So.Ry.V. & C.Belt). 


Atchison, Topeka & Santa Fe— 
East Peoria, Ill. (via P. & P. U.). 
Morton, Ill. 


Baltimore & Ohio— 
Decatur, Ill. (via Wabash). 
Granite City, Ill. (via Alt. & Sou. or 
8t. L. M.B. T.). 
Springfield, Il). 
Venice, Ill. (via So.Ry.V. & C.Belt) 
Chicago & Alton— 
Anderson, III. 
Bloomington, Ill. (viaC.C.C.&8t.L.). 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill.(via St.L.M.B.T.). 
Selby town, Ill. 
Springfield, Ill. (via I. C. or S. T.). 
Venice, Il. 
Westcart, Ill. 
Chicago & Eastern Ilinois— 
Bronson, Ill. 
Danville Ill. (via Wabash). 
Glover, Ill. | 
Granite City, Ill. (via St.L.M.B.T.) | 
Westville, Ill. 
Chicago & Illinois Midland— 
Auburn, Ill. 
East Peoria, Ill. (via P. & P. U.). 
Springfield, Ill. (via I. C. or 8. T.). 


Chicago & North Western— 
Benld, Ill. 
East Peoria, Ill. (via P. & P. U.). 


Chicago, Burlington & Quincy— 
East Peoria, Ill. (via P. & P. U.). 
Girard, Ill. 

Granite City, Ill. (via 8t.L.M.B.T.). 
8t. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

Chicago, Rock Island & Pacific— 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill. (via St.L.M.B.T.). 
8t. Louis, Mo. (via St. L. M. B. T.). 


Chicago, Springfield & St.Louis 
Springfield, Ill. (via I. C.). 
Cleveland, Cincinnati, Chicago 
& St. Louis— 
Bloomington, Ill. 
Chanipaign, Ill. (via I. C.). 
Danville (Hillery), Ill. 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill. (via St.L.M.B.T.). 
Mackinaw, Ill. 
Ridge Farm, Ill.(via N.Y.C.& St.L.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 
East St. Louis & Carondelet— 
Granite City, Ill. (via St.L.M.B.T.) 
East St. Louis, Columbia & 
Waterloo— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 


East St. Louis Connecting— 
Granite City, Ill. (via St.L.M.B.T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

East St. Louis Junction— 
Granite City, ill. (via St.L.M.B.T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

Illinois Central— 

Bloomington, Ill. 

Champaign, Ill. 

Decatur, Ill. (via Wabash). 

East Peoria, Ill. (via P. & P. U.). 

Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T.). 

Moore, Ill. 

Seymour, Ill. 

Springfield, Ill. 

Venice, Ill. (via So.Ry.V. & C. Belt) 

Illinois Terminal— 

Edwardsville, Ill. 


Illinois Transfer— 
Granite City, Ill. (via 8t.L.M.B.T.). 


Litchfield & Madison— 
Edwardsville, Ill. (via I. T. Co.). 
Granite City, Ill. (via Alt. & Sou. or 

8t. L. M.B. T.). 


Moore, I 


IL 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Worden, Ill. 
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ILLINOIS TRACTION SYSTEM 


Traffic Department Representatives 


Agent. 


E. E. KESTER, 
Assistant Traffic Manager, 
Springfield, Il. 


and Junction Points 
Division 
Louisville & Nashville— 


} 
Granite City, =" Alt. & Sou. or 
) 


8t. L. M.B.T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Manufacturers— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Minneapolis & St. Louis— 
East Peoria, Ill. (via P. & P. U.). 
Mississippi Warrior Service— 
Granite City, III. (via St. L. M. B. T. 
or Alt. & Sou.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Missouri-Kansas-Texas— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Missouri Pacific— 
Granite City, Il]. (via Alt. & Sou. or 
St. L. M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Mobile & Ohio— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M.B.T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
New York, Chicago & St. Louis— 
Bloomington, Ill. (via C. C. C. & 
St® L. or Ill. Cent.). 
East Peoria, Ill. (via P. & P. U.). 
Edwardsville, Ill. (via I. T. Co.). 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Ridge Farm, Ill. 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Pennsylvania R. R. System— 
Decatur, Ill. (via Wabash Ry.). 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill. (via Alt. & Sou. or 
St. L.M.B.T.). 
Morton, Ill. (via A. T. & S, F.). 
Venice, Ill. (via So. Ry. B. & C. Belt) 
Peoria & Eastern— 
Bloomington, Ill. 
Champaign, Ill. (via I. C.). 
Danville (Hillery), Ill. 
East Peoria, Ill. (via P. & P. U.). 
Mackinaw, Ill. 
Ridge Farm, IIl.(via N.Y.C.& St.L.). 
Peoria & Pekin Union— 
East Peoria, Ill. 


Peoria Ry. Terminal Co.— 
East Peoria, Ill. (via P. & P. U.). 


St. Louis & Belleville Electric— 
Granite City, Ill. (via Alt. & Sou. or 
8t. L. M.B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
St. Louis & O’ Fallon— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 


St. Louis & Ohio River— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 


St. Louis Belt & Terminal— 
Granite City, Ill. (via St.L.M.B.T.) 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Ill. 
St. Louis, Mo. 

St. Louis-San Francisco— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Southwestern— 
Granite City, Ill. (via Alt. & Sou. or 

&. L. M. B. T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Transfer— 

Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis, Troy & Eastern— 
Edwardsville, Ill. 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 

McKinley Junction, Ill. 

Venice, Ill. (via So.Ry.V.& C.Belt). 

Southern— 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 

Southern (V. & C. Belt )— 
Granite City, Ill. (via Alt. & Sou. or 

St. L. M. B. T.). 
Venice, Ill. 

Springfield Terminal— 

Springfield, Ill. 





DETROIT, MICH., 703 Transportation Bldg.— 
Cc. F. BEACH, General Agent. 
KANSAS CITY, MO., 930 Board of Trade Bldg.— 
L. W. GENT, General Agent. 
LOS ANGELES, CALIF., 1125 Central Bldg.— 
J. C. McCUTCHEN, General Agent. 
MEMPHIS, TENN., 33 Porter Bldg.— 
H. W. STIGLER, General Agent. 
MILWAUKEE, WIS., 601 Railway Exch. Bldg.— 
CHAS. LITZKY, General Agent. 


ae eae N. Y., 501 Maritime Exchange— 


—— ILL., 630 South Washington St.— 


KELZ, General Agent. 
LONG, General Agent. 


H. A. TUOHY, 
Assistant Traffic Manager, 
Springfield, Ml. 


Terminal Railroad Association 
of St. Louis— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Toledo, Peoria & Western— 
East Peoria, Ill. (via P. & P. U.). 
Wabash— 
Champaign, Ill. (via I. C.). 
Danville (Tilton), Ill. 
Decatur, IIl. 
Granite City. Ill. (via St. L. M. B. T. 
or Alt. & Sou.). 
Riverton, Ill. 
St. Louis, Mo. (via St. L. M. B. T.). 
Springfield, Ill. 
Staunton, Ill. 
Urbana, III. 
Venice, Ill. (via So.Ry.V.& C.Belt). 


Wiggins Ferry Co.— 
Granite City, Ill. (via St.L.M.B.T.). 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


SAN FRANCISCO, CALIF., 142 Sansome St.— 
WM. F. SCHMIDT, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, Asst. General Freight Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts.— 
E. L. McKEE, Division Freight Agent. 
E. C. FOSTER, General Agent. 


TOLEDO, O., 215 Summit St.— 
H. B. Lumley, General Agent. 


TULSA, OKLA., 505 Daniel Bldg.— 
L. W. GENT, General Agent. 


W. H. BLAIR, 
General Freight Agent, 
Springfield, Ill. 


J. A. GORMAN, 
Chief Tariff Bureau, 
Springfield, Ml. 


Freight Connections and Junction Points 
(Illinois Valley Division) 


Atchison, Topeka & Santa Fe— Chee, Rot Island & Pacific — 
ue, 5 
Streator, Ill. Ostaws, Ii. 
Marseilles, Ill. 
Minooka, Ill. (via E. J. & 
Spring Valley, Ill. (via C. 
Utica, Ill. 


Elgin, Joliet & Eastern— 
Minooka, Ill. 


Rockdale, Ill. 


New York Central— 
DePue, Ill. (via C. R. I. & P.). 
Streator, Ill. 

Wabash— 
Streator, Il. (via A. T. & 8. F.). 


Chicago & Alton— 
Streator, Ill. (via A. T. & S. F.). 


E.). 

& N. W.). 

Chicago & North Western— 
Spring Valley, Ill. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator, Ill. (via A. T. & 8. F.). 


Chicago, Milwaukee & St. Paul— 
DePue, Ill. (via C. R. I. & P.). 
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showing of “profits” was not made “after setting aside 
heavy depreciation cost, paying all overhead and ex- 
penses.” The financial statements allow three per cent 
for depreciation, nothing for cost of capital, nothing 
for taxes, and nothing for insurance. 

If Mr. Macleay and others who talk as he does 
know no more than their utterances would indicate 
about this matter, they should not discuss it. If they 
are intentionally misrepresenting the facts there is still 
more reason why they should be silent. If the Missouri 
River navigation project can win only by such methods 
it ought to have a very poor show of success. 


THE FLAG VERSUS PROFITS 


In the hearings before the House committee on 
appropriations with reference to money for the Ship- 
ping Board, reported in last week’s Traffic World, the 
old question of failure of American shippers to use 
American vessels bobbed up again. “Nobody gets him- 
self into a sweat trying to get freight for American 
ships,” said Commissioner Plummer, and, in response 
to a suggestion that this might be a fruitful field of 
service of the Chamber of Commerce of the United 
States, he remarked that it would not be polite for him 
to say what he thought of the chamber. 

Admitting for the sake of the argument (and for 
no other reason) that American shippers are not as 
patriotic as they might be in this matter, and that they 
ought to use their best efforts to foster an American 
merchant marine by using and requiring the use of 
American vessels wherever possible, what is the use 
of constantly talking patriotism—the Shipping Board 
brand of patriotism, advocated by salaried employes— 
when it ought to be clear that business men are in busi- 
ness for the purpose of making money and that they 
will not use American bottoms or do anything else that 
those in charge of government policies demand or sug- 
gest, unless it is to their financial advantage to do so— 
unless, of course, they are compelled to do it? The way 
to make American importers and exporters use Amer- 
ican bottoms is to make such use worth their while; if 
that cannot be done, then it is tilting at windmills to urge 
them. Business can be and has been patriotic on occa- 
sion, but it is foolish to expect it to be conducted in 
accord with someone’s idea of accomplishing this or 
that as a national policy. We are not talking ideals 
now—we are talking practicalities. A wise statesman 
does not attempt to dictate policies to the people be- 
cause of what he thinks should be their desire to see 
the flag flying; he attempts to make such policies con- 
sist with their practical advantage. 

The Shipping Board has attempted this policy of 
boot-strap hoisting both in its freight and its passenger 
business, its idea, for instance, being that those who 
go abroad should travel on American ships. Of course, 
it is the right of an American citizen, for the exercise 
of which he ought not to be criticized, to travel on any 
ship that can offer him the best price or what he con- 
siders the most attractive accommodations and service 
—even including the privilege of having a drink when 
he wants to. To be sure, the captain of the Shipping 
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Board vessel Leviathan has been at pains to explain 
to his audiences on his recent trip that there are no 
prohibition “snoopers” on his ship, but we can hardly 
think that the board is behind him in the dissemination 
of the information that, though this is a prohibition coun- 
try and the serving of liquor aboard an American vessel 
is illegal, one’s thirst can be quenched, nevertheless. 
However that may be, if a traveler has his doubts about 
his ability to get a drink on a Shipping Board vessel 
and prefers to travel, therefore, on a foreign boat, that 
is his privilege. In this matter, as sometimes in other 
matters, the country has to choose between principles 
and profits. It cannot always have both. 


ADEQUATE REVENUE 


We had a letter this week (not for publication) 
from a prominent traffic representative of western busi- 
ness interests suggesting that we take some cognizance 
in our editorial columns of the utterances of President 
Sargent, of the Chicago & Northwestern, in recent 
speeches. “He seems,” says our correspondent, “to 
want to lay the condition of his company and other 
northwestern roads entirely to the Commission, because 
it won’t give him the rates he wants. He has been com- 
plaining about the action of the Commission in the 
western advance rate case—that is, while in the July, 
1916, case the Commision found they ought to have 
some increase, it did not give it to them. But he does 
not say anything about the Commission finding that 
certain rates in Iowa were entirely too low, had been 
too low for years, and going on to say that the carriers 
should be looking after some of these things for them- 
selves. Mr. Sargent, in a recent speech in Boston, said 
he believed the Commission should be relieved of duties 
in the field of management. As I recall, the Commis- 
sion pointed out in the 1916 western rate advance case 
that it was not entering the field of management and 
the carriers should put their own house in order by ex- 
ercise of managerial duties in lining up rates that were 
subnormal. Particular reference was made to the class 
rates in Iowa, southern Minnesota, etc.” 

We are giving publicity to the suggestion of this 
shipper, not because we thoroughly approve it, but be- 
cause we have a certain sympathy with the point of 
view. We think, and often have said, that the carriers 
are cowardly and dilatory in demanding their rights. 
In the particular western rate advance case referred to, 
though the Commission denied their application for a 
modest advance—and, in our opinion, did not justify 
its denial—they could and should have proceeded at 
once to make another application based on certain ‘hints 
in the decision of the Commission or on any other 
ground they could find. They might have applied for 
an increase confined to the particular part of the west 
most in need of it; they might have proceeded energet- 
ically in an effort to bring up the level of certain state 
rates in the territory affected; there are several things 
they might have done. But, on the other hand, we insist 
that the fact that they have not done these things is no 
excuse for the Commission in not giving them the rev- 
enue that the Commission itself has said would be 
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adequate. The Commission and others are fond of 
saying that rate increases must be initiated by the car- 
riers. This is not true. The law puts on the Commis- 
sion, first the task of finding what revenue is adequate, 
and, second, the duty of adjusting rates so that, as 
nearly as may be, that revenue will be produced. The 
Commission attempted to do that in its original pro- 
ceeding when it grouped the roads into regions and 
applied blanket increases. It did not guess correctly 
and it has since impaired the effect even of its bad guess 
by many decreases. It should guess again, bearing in 
mind what everybody should bear in mind—that the 
question is not merely one of giving the carriers what 
they are entitled to; if it were, it might be fair enough 
to expect the carriers to take the initiative and carry 
on the fight. But the purpose of the transportation act 
is to give the carriers an adequate revenue in order that 
the commerce of the country may be carried efficiently ; 
in other words, adequate revenue is for the benefit of 
the shipper and the public more than for the benefit of 
the railroad stockholder. 


Does the Commission do this? It does not. It is 
spending a large amount of money and exhausting the 
energies of a large part of its staff in conducting hear- 
ings all over the country on various phases of the rate 
structure, under the Hoch-Smith resolution, in the 
effort to find means of reducing rates on agricultural 
commodities. This is its duty under the resolution and 
we are not finding fault with it. The fault is with the 
resolution itself. But why is it not equally diligent in 
endeavoring to find means of increasing the revenue of 
the carriers to meet the law and its own judgment as 
to what the revenue should be? To our mind the Com- 
mission is as much bound and instructed by the trans- 
portation act as it is by the Hoch-Smith resolution. The 
only difference is that, with respect to the transporta- 
tion act, there is not a horde of politicians on its neck 
demanding that it act, while, with respect to the Hoch- 
Smith resolution, action is expected. Therein lies the 
crux of the whole matter. The agitation is always for 
reductions—never for increases. If the carriers ask in- 
creases, then they are greedy and their requests are 
opposed. 


We do not defend the carriers for their complacent 
attitude. We think they should fight, and fight hard. 
If they do not do it they can hardly be heard to com- 
plain that others do not do what they should, however 
plain the duty of these others may be. But carriers, as 
we understand them, have the feeling that the cards are 
stacked against them; that in whatever territory, or on 
whatever commodities, or by whatever method they 
might ask for increases, their application would be met 
by the united opposition of the shippers affected and 
by a disposition on the part of the Commission to find 
a way to deny it. They have an understandable, if not 
excusable, hesitancy about incurring the ill will of their 
freight patrons. Most business men are more or less 
cowardly about doing things their customers may not 
like. What the transportation situation needs is an un- 
derstanding of it that ignores the idea of seller and 
buyer, as such, and attempts to adjust things from the 
point of view of the public welfare. 
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PLACE NOT OFFERED TO FULBRIGHT 
Editor The Traffic World: 

In your issue of January 14, you have an editorial which 
states that the President offered the writer an appointment to 
the Interstate Commerce Commission and that the writer de. 
clined. The statement is incorrect. The President did not offer 
me an appointment to the Interstate Commerce Commission 
and has never presented the subject to me in any manner what- 
soever. Shortly before Christmas I heard indirectly that my 
name was being considered by the President in connection with 
the subject of an appointment to succeed Commissioner Hall. 
I went to the White House immediately and advised the sec. 
retary to the President that I did not want the President to 
consider my name, as I could not accept the appointment if it 
were tendered me. Will you kindly make proper Correction 
and oblige? 


Washington, D. C., Jan. 23, 1928. R. C. Fulbright. 





We were informed by a friend of Mr. Fulbright, in great detail, 
of an offer by the President to him of a place on the Commission, 
and of his refusal to accept. This, together with our knowledge 
that the President had been considering Mr. Fulbright, led us into the 
error, Which we greatly regret.—Editor The Traffic World. 


RATE MAKING A SCIENCE 
Editor The Traffic World: 

I have noted with much interest the discussion started by 
Mr. Horace Turner, of the Turner Terminal Company, Mobile, 
Alabama, under the subject of “Rate Making a Science.” | 
also note Mr. Fred L. Emerson’s article on this subject in The 
Traffic World of January 14. I think these gentlemen have the 
right idea. 

I have given this subject a good deal of thought during 
spare time winter evenings of 1920-22 and I worked out an out- 
line for a complete reconstruction of the freight rate structure, 
and this article was copyrighted a little later on, but has never 
been published, for personal reasons. 

Briefly, I wish to say that it is based on cost of service 
with a fair profit for the carrier added and a fair allowance to 
cover liability in transportation. 

The first move, according to my notion, must be the author- 
ization by Congress of an independent commission or of a 
large committee to work under the authority of the Interstate 
Commerce Commission, and this commission or committee 
should have authority to dig into the carriers’ cost. 

Their first job, I should say, would be to tackle the classi- 
fication and work out a uniform classification covering all ter- 
ritories; then ascertain the cost of carrying each different 
class in average territory, say such as the C. F. A., Trunk Line, 
and New England territory. Then ascertain what would be a 
fair profit for the carrier and the average percentage to be 
added to cover liability—this, of course, to apply to each dif- 
ferent class. 

The above is the foundation. I have figured out an arbi- 
trary plan to cover more sparcely covered territory and far 
west territories where expense of handling freight is heavy. 
In fact, I have divided the United States into four sections. 
The main section, of course, covering the densely populated 
district, and this section forms the basis for all freight rates 
which, after the Commission has fixed the proper rate to apply 
on each different class between points like New York and St. 
Louis, this rate per mile will apply all over densely populated 
territory; and in the other three sections referred to satisfac- 
tory arbitrary over this basis to be applied. 

The question of water rates or combination of water and 
rail or rail and water has also been touched on, and I believe 
they could all be worked out in a satisfactory manner. I fur- 
ther believe that the time is coming when some such plan a8 
this will be adopted all over the United States. 

Geo. W. Collins, 
G. T. M., Peters Cartridge Co. 

Cincinnati, O., January 12, 1928. : 


ROLLING STOCK ADDITIONS 


Class I railroads in 1927 installed in service 75,386 freight 
cars, according to complete reports for the year filed by the 
carriers with the car service division of the American Railway 
Association, which says: 


This was a decrease of 28,614 freight cars compared with the 
number installed in 1926 and a decrease of 53,036 under 1925. 

f the 75,386 freight cars placed in service in 1927, box cars num- 
bered 32,210; coal cars, 29,060, and refrigerator cars, 6,019. 

Despite the decrease in the number of cars installed in 1927, com- 
pared with the two previous years, the average carrying capacity 
per freight car on January 1, 1928, was 45.7 tons compared with 43.1 
tons on January 1, 1923, or an increase of 6 per cent. 

Freight cars on order on January 1 this year totaled 13,057 com- 
pared with 21,242 on the same day one year ago. 

Locomotives placed in service in 1927 totaled 1,955, a decrease of 
444 compared with 1926 but an increase of 222 over 1925. 

ile the total number of locomotives owned on January 1, 1928, 
amounted to 60,846, a decrease of 3,721, or 5.8 per cent compared with 
January 1, 1923, the average tractive power increased 4,982 pounds 
per locomotive or 13.2 per cent. 

Class I railroads on January 1, 1928, had 93 locomotives on order 
compared with 329 on January 1, 1927. : ey te . : 

These reports as to freight cars and locomotives include new and 
leased equipment. 
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Current Topics 
in Washington 


mimic aaa iii 


s. P. Q. A. Vice E Pluribus Unum.—It may be a case of 
Washington dragging the cat up and down the village street all 
the time for it to continue talking about the Senate of the United 
States and its acts. Washington, nevertheless, continues to 
talk. Exclusion of Smith from the Senate and probable denial 
of a seat to Vare, coupled with the holding up of the appointment 
of Commissioner Esch, suggest that the time may soon be here 
when the shield of the United States will be inscribed with 
the words “Senatus Populusque Americanus” instead of “E 
Pluribus Unum.” The Romans, it will be remembered, on their 
standards carried the letters S. P. Q. R., meaning the Roman 
Senate and the people. Probably no one who thinks enough of 
the Constitution of the United States to read it carefully and 
frequently cares a continental about “Bill” Vare or “Frank” 
Smith. There are several men in the United States, perhaps, 
who would be bold enough to suggest that they are not really 
of senatorial size. However, the same several men, it is sus- 
pected, would be willing to suggest that, when the Senate gets 
to the point of excluding men from membership in that body 
because they spent more money than the ones voting to exclude 
think should have been spent, then it is time to suggest that 
the American theory is that this is a government of laws, not 
men. It is not pretended that any statute definitely limits the 
amount of money that may be spent in a primary. Nor is it 
pretended that it would not be a good thing to have a statute 
enacted forbidding the use of such unconscionable sums as 
Smith and Vare spent—also Gifford Pinchot and other candi- 
dates in Pennsylvania and other states. In the eyes of the 
critics, however, the excluded men are being deprived of their 
seats and the states deprived of representation, merely because 
a majority of senators think Smith and Vare did something 
that should not have been done—in other words, that the Senate 
legislated, retroactively, to punish Smith and Vare. Holding 
up the nomination of Commissioner Esch because he had two 
opinions in the lake cargo coal case, if that is the cause for 
the hold-up (there being nothing of record to show that it is) 
may be excused, it has been suggested, on the ground that, as 
the Commission is an aid to the legislature, its members should 
expect closer scrutiny of their acts than if they were aids to 
the chief executive. But there is still another count in the 
indictment brought by those who think the Constitution is a 
great work and: strictly to be observed, against the half of the 
legislature that is arrogating to itself power and authority to 
supervise the morals of the states and the views of commis- 
sioners. They do not like the idea of the Senate, through a 
committee, inquiring into the nauseous Teapot Dome matter 
while the courts are dealing with it, even when the Senate 
committee is more successful in getting facts about the deal 
between Albert B. Fall and Harry F. Sinclair. Inquiries by 
committees of Congress are admittedly proper and not to be 
questioned when the facts to be obtained will aid in legislation. 
But how, the critics of the Senate are inclined to ask, can the 
Senate be aided in its legislative work to learn, through a com- 
mittee, that there is good ground for believing that Fall was 
bribed in connection with the Teapot Dome lease and contract? 
Criminal statutes provide the penalty and the method for pun- 
ishing givers and takers of bribes, even if the money is raised 
by a Canadian corporation, such as the Continental trading 
Company, the so-called dummy corporation that raised the 
money which, in part, at least, seems to have gone to Fall. They 
think that when a man is indicted and in the hands of the 
Judiciary, it is not seemly for the legislative or the executive 
branch of the government to come “bulging” into the matter, 
unless the Senate is prepared to show that conditions have 
become such that the country would be justified in erasing 
“E Pluribus Unum” from the escutcheon of the United States 
and substituting a paraphrase of the Roman legend. If the 
controlling powers are the American Senate and the people, it 
might be well to save the expenses of the executive and judicial 
departments, as well as that of the other half of the legislative. 





Huey P. Long Becomes Governor.—It is a common idea that 
a humorist is never put into a place of power and responsibility 
by his fellow citizens. The thought is that he does not take 
himself seriously. Therefore, it is argued that he cannot be ex- 
pected to take public question seriously. On the other hand, 
there is an impression that traffic men take things so seriously 
that they can never expect to rise in public favor. It may be that 
the nomination of Huey P. Long, a member of the Louisiana 
commission for eight or ten years, to be the Democratic candidate 
for governor of Louisiana is an exception that proves the rule. 
Long has received the nomination. Some time in April he will be 
elected and in May he will become governor of the pelican state. 
Louisiana is peculiar not only in that it has the Code Napoleon 
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as the foundation for its laws, but also in the fact that its 
legislature meets in May and stays in session until early July. 
That unusual time shows the influence of agriculture. Other 
states were influenced in having their legislatures meet in 
January by the fact that, by that time all the fall work would 
be done. Louisiana, however, meets in May because by that 
time, the spring work is well out of the way. While the cotton 
and the cane are growing the farmers can afford to give some 
time to law-making. The crafty Frenchmen, when they ordained 
meetings in May, probably also remembered that as the crops 
were getting on toward harvest time there would be an urge for 
adjournment, even if they decided to pay their law-makers only 
for the days they actually attended sessions. They may also 
have remembered that in the summer Baton Rouge became 
right hot and in that way provided for relatively short sessions 
of the law-makers. 





Hoch-Smith Challenge Case.—The decision of the federal 
court in the California deciduous fruit or Hoch-Smith challenge 
case, as boiled down by those in Washington interested in the 
law pertaining to confiscation by means of railroad rates, is 
that the legislature must allow some profit on every service 
required by it of a common carrier, provided the carrier obtains 
a reasonable return on the whole of its operations. The old 
rule of law was that a legislature might require service without 
profit on a particular item provided that, as a whole, the opera- 
tions resulted in a return above the level of confiscation. In 
the Munn case the court held that there could be no confisca- 
tion so long as there was some profit. Courts, however, have 
been getting away from that harsh rule. For a while their 
tendency seemed to be to go to the proposition that there had 
to be a fair return on every service performed. In the Hoch- 
Smith case the lower court bottomed its decision on the propo- 
sition, laid down in Northern Pacific vs. North Dakota, 236 U. S. 
585, which shows that the legislature, or its administrative 
agent, is not bound to allow the same size of profit on every 
transaction in the making of rates, but may take into considera- 
tion the effect of the whole body of rates and allow, for par- 
ticular services, a rate that gives substantial compensation for 
them. Then it added that the Hoch-Smith resolution, largely 
directory, authorized the Commission to reduce rates on agricul- 
tural products before completing the investigation of the rate 
structure authorized by that law. The decision is a complete 
answer to those who contended that the Hoch-Smith resolution 
did not mean anything more than was to be found in the law 
as it stood when the resolution was adopted. Under the law 
as it stood, it has been suggested since the California decision, 
the Commission might have prescribed as low rates as it did 
in the complaint that caused the litigation, but, according to 
the court, the resolution is “in a large measure directory”; 
that is, it directs the Commission to reduce rates on agricul- 
tural products. 





North Dakota Statesmanship.—Innocents who would catch 
birds by putting salt on their tails are not always ten or fewer 
years old. A joint resolution (S. J. Res. 84) offered in the Sen- 
ate by Senator Frazier, of Hoople, N. D., suggests that such 
sometimes even get themselves elected to the Senate. In order 
that those not guilty of having saved enough of their money to 
enable them to buy stocks and bonds may be saved from the hurt 
of a suspicion that their official acts are influenced by their in- 
vestments, members of Congress and employes of the govern- 
ment receiving more than $3,000 a year, the resolution says, shall 
report, under oath, for public record purposes, what investments 
they have in the securities of such perhaps necessary evils 
as railroads, oil companies, shipping cpmpanies, banks and the 
like. Undoubtedly, two fine ideas. Only those having their 
money in the most successful and, therefore, most abused in- 
dustries could possibly be dishonest! That is one idea. The 
second is that a crook would report his holdings—for the benefit 
of Frazier and the others who could not possibly be influenced 
by their investments in farms or stock raising enterprises to 
vote for farm relief bills or the like! A crook with money in 
the proscribed industries would be so dumb that he would wait 
until the resolution was adopted, or would not know how to get 
rid of the securities in time to avoid being held up to the scorn 
of those having their money in other things or of the dumbells 
who never had thrift enough to have any money to invest in 
anything. Presumably, judging from the resolution, he would 
make the ideal public official one who was such a moron that 
he never invested in anything except great rich quick things. 





Waste, Waste, and Still More Waste in Printing.—Someone 
with a workable idea about the saving of printing ought to get 
the ear of Congress to tell it of the thousands of dollars the 
Commission is compelled to waste in printing the valuation 
reports and its orders in small appendices to rate adjustment 
decisions. The law compels the Commission to publish data 
about valuations that well could be referred to in its reports 
as being subject to the inspection of those interested. In that 
way three-fourths, probably, of final valuation reports could be 
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left unprinted. An example of waste in printing what might 
be called an appendix to a rate case is to be found in Mid- 
continent Oil Rates, 1925, opinion No. 12823, 136 I. C. C. 140 (see 
Traffic World, January 21, p. 146). In that supplemental report 
the Commission told the railroads to put Colorado, Tex., into 
the Ranger, Tex., group in the making of oil. rates. It took 
three pages of printed text for Commissioner McManamy to tell 
why that should be done. Then it took fourten pages to print 
the names of the defendants and the order requiring them to 
do that thing. In passing, it might be observed that allowing 
a little place in Texas to bear the name of a state is no better 
practice than allowing Ohio to have a community calling itself 
Nevada, or, as many Ohioans call it, Neveadie. 


Applying the Rule of Reason.—The Commission, in No. 
18174, F. W. Brownyard vs. Union Pacific et al. (see Traffic 
World, January 21, p. 145), laid down what is believed will be 
a workable rule in respect to shipments in which an uninformed 
railroad agent and an equally uninformed shipper have put the 
latter to needless expense through the insertion, by the carrier 
agent, of routing in a bill of lading. In substance, it is that, 
where both are equally ignorant and it appears both acted in 
good faith, though ignorantly, the shipper will not have to pay 
more than the rate he would have paid had the shipment gone 
forward unrouted. Of course, both are supposed to know the 
law. That ignorance of it excuses no one is good logic, but, 
when applied to railroad rates in a case where two equally 
honest but uninformed men bring a penalty on the head of one, 
that does not make the world better or safer for Democrats, or 
Republicans, either. It is believed that the Commission shows 
itself a reasonable body by remitting the penalty—A. E. H. 


BARGE LINE EXPANSION 
The Traffic World Washington Bureau 


Secretary of War Davis, in letters to Chairman Parker, of 
the House committee on interstate and foreign commerce, in 
answer to a request for reports on H. R. 5685, a bill directing 
the Inland Waterways Corporation to initiate service on the 
Missouri River, and on H. R. 7362, a bill directing extension of 
barge services to the waterway between Chicago and the Mis- 
sissippi River via the Illinois River, as soon as the channel per- 
mits, says that the proposed legislation has been submitted to 
the director of the Bureau of the Budget, who advises that the 
reports of the Secretary of War thereon are “not in conflict 
with the financial program of the President.” 

The letters are identical, with the exception of introductory 
paragraphs explaining the purpose of each bill. The material 
part of the report follows: 


This bill, and similar bills which have been introduced in con- 
gress relating to other rivers, as well as the Shipstead bill providing 
for an increase of the capital stock of the Inland Waterways Corpora- 
tion to $15,000,000, raises the whole question as to the future govern- 
mental policy to be adopted in relation to the extension of the op- 
erations of the Inland Waterways Corporation. This question was 
discussed in my annual report recently submitted to congress and I 
—_—* should be decided before or concurrently with action on these 

s. 

In this connection, I believe that it would be advisable for con- 
gress to indicate whether it desired the operation to be of a temporary 
character as an experimental demonstration on the particular rivers 
——— or whether it contemplated permanent governmental op- 
eration. 

In either case a business-like procedure would indicate that a 
survey should first be made to determine the amount of traffic avail- 
able, the cost of equipment and terminals, the operating costs, the 
rail connections and affiliations and similar information necessary to 
a sound decision. If requested to do so, the Inland Waterways Cor- 
poration will be pleased to cause such a survey to be made. 

These facts having been ascertained, it would remain for Con- 
gress to weigh them against the actual benefits to be derived from 
such operations, and to determine from the best information available 
what is the proper policy to be pursued. 

If such a survey indicated a reasonable prospect of successful 
operation, I should favor the authorization of the service as a tempo- 
rary demonstration, preferably with a provision in the authorization 
bill indicating the conditions under which the line should be disposed 
of, after the demonstration had been concluded. Such general condi- 
tions might include the following suggestions: 

1. When it shall be provided by law that a private water carrier 
cannot be controlled by any competing carrier. 

2. When a sufficiently broad structure of joint rate and through 
route arrangements with rail carriers, based upon a division of 
revenue which experience shall have demonstrated to be fair to both 
rail and water lines shall have been created. This must be so ex- 
tensive that the entire public needing this transportation facility may 
— on fair terms opportunity to obtain this economy in transporta- 
tion. 

3. When the channels of the Mississippi system shall have been 
so improved or maintained that the best possible conditions for navi- 
gation have been procured, and the system of maintenance so per- 
fected that those conducting barge line operations shall have cer- 
tainty of an available channel. 

4. When satisfactory terminal arrangments shall have been cre- 
ated. Occasionally there may be municipal enterprises towards the 
creation of which the assistance of the federal government is and will 
continue to be for some time to come a necessity. 

If congress, after such a survey, deems the extension of the 
operations of the Inland Waterways Corporation to other rivers than 
those upon which the corporation now operates advisable, the basic 
law creating the corporation (Public 185, 68th Congress, H. R. 8209) 
must be modified to increase the capital stock of the corporation 
(see Section 2, Public 185) and an additional appropriation of funds 
must be made by congress to accomplish its purpose. All of the funds 
now in the possession of the Inland Waterways Corporation, or 
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accruing to it through any channels under the present law, including 
funds derived from operations, are allocated to projects pertaining to 
its present operations. 

This proposed legislation has been submitted to the director of the 
bureau of the budget, who advises that this report is not in conflict 
with the financial program of the president. 


While the hearing on proposed consolidation legislation was 
in progress January 24 before the House committee on inter. 
state and foreign commerce, Chairman Dempsey, of the House 
committee on rivers and harbors, asked permission to interrupt 
the hearing to make a statement with reference to extension of 
the government’s barge line services to the Missouri River anq 
to the proposed waterway between Chicago and the Mississippj 
River. He said his committee was considering a resolution that 
would require the chief of engineers of the army to make a 
survey to determine whether or not the services should be go 
extended, but that it did not wish to act if the House committee 
on interstate and foreign commerce had jurisdiction of the sub- 
ject. Chairman Parker advised Chairman Dempsey that the 
interstate commerce committee did have jurisdiction of the mat. 
ter, and Chairman Dempsey retired, leaving the matter with 
Chairman Parker’s committee. In response to an inquiry as to 
the plans of his committee with respect to the matter, Chair. 
man Parker said nothing was going to be done about it at this 
time. 

Secretary of War Davis has announced that the advisory 
board of the Inland Waterwals Corporation has taken up with 
him the proposition of employing a general manager to work 
under the jurisdiction and control of the chairman and chief 
executive of the corporation, General Ashburn. The board said 
it would submit a recommendation to that effect. Secretary 
Davis said that, until he received the final recommendation of 
the board, he did not feel at liberty to discuss the subject. 


OPERATING AVERAGES 


The Commission has issued the following comparison of 
selected items of freight service operating averages of Class I 



































railroads: 
Eleven Net ton- Gross 
months miles —Trainload— ton-miles 
ended per mile Gross (tons) per train- 
with of road (ex. Net hour (ex. 
November per day loco’s) (tons) loco’s) 
1920 5,323 1,448 713 14,930 
1921 4,098 1,441 654 16,598 
1922 4,336 1,467 676 16,342 
1923 5,417 1,542 717 16,741 
1924 5,021 1,595 718 18,342 
1925 5,330 1,676 747 19,775 
1926 *5,701 1,742 775 20,799 
1927 5,565 *1,790 *783 *22,023 
Nov., 1926 *6,128 1,762 *793 20,482 
Nov., 1927 5,237 *1,768 754 *22,088 
*Best record of the comparative period. 
Lbs. of 
Eleven Net ton- Aver. Car- Per Cars Coal 
months’ miles age miles cent per per 1,000 
ended per car- per load- train gs. t.m. 
with car- load car- ed of (inc. ca- (ine. 
November day? (tons) dayj total boose) __loco’s)t 
1920 501 *29.1 25.1 *68.6 36.7 
1921 393 27.7 22.6 63.0 38.5 161 
1922 419 26.7 23.3 67.3 38.6 161 
1923 517 27.9 28.0 66.0 39.9 160 
1924 473 26.9 26.9 65.2 41.9 148 
1925 496 26.9 28.5 64.6 43.9 139 
1926 *533 27.3 30.5 64.0 45.3 135 
1927 525 27.2 *30.7 63.0 *46.7 *129 
Nov., 1926 *573 *28.5 *32.1 *62.6 45.4 143 


Nov., 1927 497 26.8 30.2 61.3 *46.9 *135 


*Best record of the comparative period. 

yIncludes unserviceable cars. 

tIncludes equivalent coal tonnage for fuel oil consumed. 
§Data not available. 


RATES ON ZOO FAUNA 

Responding to the application, under section 20 of the inter- 
state commerce act, of the American Railway Express Co. and 
all other express companies parties to its I. C. C. No. 3280, the 
Commission, in released rate order No. 783, has authorized the 
applicants to establish released rates on monkeys, snakes, alli- 
gators, giraffes, hippopotamuses, rhinoceroses and zebras. The 
order permits the express companies to make changes in any 
rate established under authority of the order, but no change 
may be made in the commodity description, nor in the declared 
or released values to which the rates are subject, withotu spe 
cific authority of the Commission. Such rates as may be estab- 
lished, the order says, are subject to protest, complaint, inves 
tigation and correction if found to be in conflict with any pro 
vision of the law. 

The express companies, by means of this permission, desire 
to raise their basic liability for the death or injury of an animal. 
For instance, at present the liability for the death or injury of 
a hippopotamus that is being carried at the basic rate, is limited 
to $50. The carriers propose to raise that liability, under the 
basic rate, to $200. They are making the changes at the request 
of associated zoological garden authorities. The traffic in such 
animals among the various zoos is said to be far from negligible. 
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Decisions of Interstate Commerce Commission 


STOPPAGE TO UNLOAD FEED 


The Commission, in No. 17187, Ohio Farm Bureau Federa- 
tion et al. vs. Norfolk & Western, mimeographed, has reversed 
the finding of division 3, 120 I. C. C. 305, that the failure of the 
Norfolk & Western to provide for stoppage in transit partly to 
unload carload shipments of feed, fertilizer, tankage and twine 
was unreasonable and dismissed the complaint. Chairman 
Campbell and Commissioners Meyer, Esch and Lewis dissented 
put did not give their views. No order was issued in connec- 
tion with the finding of division 3 but the report said the de- 
fendant was expected to publish a rule providing for such stop- 
page for the purpose indicated. 

Objection to the stoppage was stated by the Norfolk & 
Western to be that it would defeat the L. C. L. rates, resulting 
in a substantial loss of revenue; that it would work to the dis- 
advantage of shippers who could not sell in carload quantities, 
and of jobbers who received shipments in carload quantities 
for distribution in smaller quantities; that it would be difficult 
to police the practice; that it would be difficult to prevent er- 
rors by carriers’ agents, such as failure to stop cars at the 
stop-off points, and failure to obtain the names of consignees; 
and that wasteful transportation would result from the routing 
of cars to stop-off points over circuitous routes; and that the 
$6.30 per car charge would not be compensatory in view of the 
switching that would be required. 

In the course of its report on the subject the Commission 
reviewed a number of stoppage-in-transit to unload, partly, cases, 
to point out that there was commercial necessity for such stop- 
pages which did not appear in this case. It said that the find- 
ings requested by the complainants would require defendant to 
perform substantially the same service at carload rates as was 
performed in connection with L. C. L. rates, thus depleting the 
revenues of the defendant. Furthermore, it said, the establish- 
ment of the stop-off privilege would give the four commodities 
preferred treatment and create a discrimination against ship- 
pers of the commodities concerned who could not sell in car- 
load quantities and who had to pay L. C. L. rates. The Com- 
mission found that the failure to provide such a service was 
not unreasonable. 


PORT ARTHUR TERMINAL CASE 


The Commission, in a report written by Chairman Campbell, 

in No. 11889, Port Arthur (Tex.) Chamber of Commerce and 
Shipping vs. Texarkana & Fort Smith et al., mimeographed, has 
ordered the Kansas City Southern, through its subsidiary, the 
Texarkana & Fort Smith, to open the Kansas City terminals at 
Port Arthur, Tex., to import and export traffic, to and from the 
Texas & New Orleans, the Southern Pacific subsidiary, by per- 
forming a switching service on such traffic at a charge of $7.50 
per car. The opening is to be made not later than April 10. 
_ To accomplish the opening the Commission, on further hear- 
ing in this case, has reversed the finding in the original report, 
73 I. C. C. 361. That finding was that the refusal of the Kansas 
City Southern, through its subsidiary, the Texarkana & Fort 
Smith, to interchange export and import carload traffic at Port 
Arthur, was not unreasonable. The opening is to be made on 
the basis of what the Commission calls a reasonable switching 
charge. The report also covers I. and S. No. 1304, interchange 
Switching on lumber and timber at Port Arthur. The cases were 
reopened on the petition of the complainant. 

According to the report of the Commission, the Kansas City 
Southern has a practical monopoly on the existing water-front 
facilities. There is physical connection between the Southern 
Pacific and the Kansas City Southern, also interchange arrange- 
Ments between them at Beaumont, 20 miles north of the port, 
and at a point near the port, but the Southern Pacific has no 
facilities at Port Arthur, nor does it reach any of the port facili- 
ties with its own rails. The report says it is the general policy 
of the defendant to require traffic from or to the Southern Pacific 
to move via Beaumont and to pay a regular division, generally 
from one-fourth to one-third of the rate. The Kansas City 
Southern refuses to switch any import or export traffic, says the 
report, except lumber and timber, between the port facilities and 
its connection with the Southern Pacific at West Port Arthur. 
Domestic traffic is switched. By means of the schedules sus- 
Pended in the suspension case covered by this report, the Kan- 
Sas City Southern sought to cancel the switching arrangements 
on lumber and timber. Those schedules were withdrawn pend- 
ing disposition of this case. 

_ One of the main purposes of the further hearing, the report 
said, was to afford opportunity to the complainant to show that 
the opening of the terminals would be in the public interest. In 
commenting on the testimony on that point the Commission said 
It believed that the present situation hampered, to some extent, 











the development of Port Arthur and that the relief sought would 
result in a freer and greater flow of traffic through the port. In 
disposing of the case the Commission said: 


Defendant may be required to switch the traffic here under 
consideration at a charge which takes into account the cost of 
the service, the value of the property used, and the circumstance that 
defendant would be deprived of the line haul. See Switching Ab- 
sorptions, 47 I. C. C. 583; and Hastings Commercial Club. vs. C. M. 
& St. P. Ry. Co., 107 1..C.. C.. B08. 

A study made by defendant indicates that in 1920 the general 
cost of switching at Port Arthur, including some movements to and 
from Port Neches, about 10 miles away, was approximately $5.45 
per car. This amount represents nothing for depreciation of the 
switching facilities or for interest on the value of the property. It 
includes no compensation for any losses that defendant might suffer 
through the opening of its terminals. 

We are of opinion and find in the public interest that defendant’s 
refusal to switch export and import carload traffic between its point 
of interchange with the Texas & New Orleans at West Port Arthur, 
and elevators, docks, wharves, slips and other port facilities served 
by it at Port Arthur is unjust and unreasonable. We further find 
that defendant should open its terminals at Port Arthur by performing 
the service mentioned at a charge of not to exceed $7.50 per car, which 
charge we find to be just and reasonable. 


Commissioners Woodlock and Brainerd dissented but did not 
write their views, while Commissioner Eastman, concurring in 
part, went into the law question involved at length to point out 
the distinction between the short-hauling of an originating car- 
rier and the short-hauling of a delivering carrier. He quoted 
liberally from the dissenting view of Commissioner Hall in Louis- 
ville Board of Trade vs. L. & N., 40 I. C. C. 679. In that Case Com- 
missioner Hall said he was of the opinion that under section 1 
the defendant could be compelled, in a proper case, to open its 
terminals in Louisville for all interstate commerce as to which it 
was the delivering carrier, even in the absence of any unjust 
discrimination. In Commissioner Eastman’s judgment what was 
really sought here was the opening of additional through routes. 
On that point he quoted further from Mr. Hall as to the limita- 
tions upon the Commission. What he said there, Mr. Eastman 
believed, was the law on the subject although set forth in a dis- 
senting view. 

In summing up his concurrence Mr. Eastman said he could 
not join a finding requiring the opening of new routes through 
the medium of the prescribed switching charge. The situation, 
he said, was otherwise, as to the traffic which the Kansas City 
Southern delivered, “although the question is not free from doubt 
because there seems much reason to believe that the difficulty 
with respect to the existing through routes via Beaumont largely 
centers around the present divisional arrangements.” 

Commissioner Hall did not participate in the disposition of 
this case. 


ACROSS-LAKE COAL ROUTES 


An order obedience to which will require carriers either to 
cut out through routes and joint rates on soft coal via Chicago 
or to establish such routes and rates over across-lake routes, 
effective not later than March 28, has been issued by the Com- 
mission, division 3, in connection with its report in No. 16826, 
Ann Arbor et al. vs. Baltimore & Ohio et al., mimeographed. 
The Commission has found unlawfully discriminatory, the fail- 
ure of the Chesapeake & Ohio and the Norfolk & Western to 
participate, with the complainants and the Pere Marquette, in 
through routes and joint rates across Lake Michigan, on bitumin- 
nous coal, from the Virginias and Kentucky, to destinations in 
Iowa, Minnesota, the Dakotas, and Wisconsin, while contempo- 
raneously participating, east of Chicago, IIll., with competitors 
of the complainants and of the Pere Marquette, in such through 
routes and joint rates via Chicago. 

Just how the discrinfination shall be removed is not set 
forth in the order, hence the declaration, in the first sentence, 
of the alternative character of the order and obedience there- 
with. For that failure to indicate the method of removal, 
Commissioner Campbell criticized his colleagues. In a con- 
curring view he said the finding of discrimination had his ap- 
proval, but he said he was persuaded that the division should 
have gone further. His thought was that the Norfolk & West- 
ern and the Chesapeake & Ohio should be required to remove 
the discrimination by participating in the through across-lake 
routes under the joint rates sought by the complainants and 
the Pere Marquette, the same as via the routes through Chicago. 
Joint rates on many commodities, he said, from points on the 
lines of the defendants to many destinations in the northwest 
were now, and long had been, in effect over the lines of the com- 
plainants and the Pere Marquette, pointing, for authority for that 
declaration, to Class Rates to Twin Cities, 107 I. C. C. 665; Coal 
Rates to Milwaukee and Other Wisconsin Points, 27 I. C. C. 223, 
28 I. C. C. 527; and Coal from Kentucky, Tennessee and Virginia, 
73 I. C. C. 447. Such a finding, he said, should have been followed 
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by a determination that just and equitable divisions of such joint 
rates would be 54 per cent to the lines south of Toledo, O., and 
46 cents to the lines north of that gateway, provided that on 
coal from the outer crescent the differential over the inner 
crescent should be added to the divisions of the lines south of 
Toledo. 

Complainants in this case were the Detroit & Toledo Shore 
Line, the Grand Trunk system and the Ann Arbor. The Ann 
Arbor and the Grand Trunk, the report says, operate car ferry 
boats from points on the east bank to the west bank of Lake 
Michigan. They alleged that the failure and refusal of the 
defendants to include and designate their lines as participating 
carriers in through routes, and in joint rates, the same in 
amount as were established March 23, 1925, over competing 
routes through Chicago, with reasonable divisions, via Toledo, 
denied to them and the public the application of such joint 
rates over their lines and car ferries in violation of sections 1, 
3, and 15 of the interstate commerce act. They asked for such 
rates, routes and equitable divisions. The Commission said 
that the Chesapeake & Ohio and the Norfolk & Western alone 
had it within their power to satisfy the complaint. They, there- 
fore, were called the defendants. 

The Pere Marquette, also an operator of across-lake ferry 
boats, intervened in support of the complaint. The Ann Arbor 
operates boats between Frankfort Mich., and Manitowoc and 
Kewaunee, Wis.; the Grand Trunk between Grand Haven, Mich., 
and Milwaukee, Wis. They have seven boats. The Pere Mar- 
quette operates an equal number between Ludington, Mich., 
and Milwaukee, Manitowoc and Kewaunee. Many coal com- 
panies, civic organizations and railroads serving west bank 
points and the northwest intervened in behalf of the complain- 
ants. The C. Reiss Coal Company, Milwaukee-Western Fuel 
Company and the Illinois Coal Traffic Bureau intervened in op- 
position. 

For many years prior to March 23, 1925, the Commission 
said, the usual basis of rates on coal from and to the points 
involved, was the combination of either the local or proportional 
rates on the gateway through which the traffic moved, as, for 
instance, Chicago or one of the west-bank Lake Michigan ports. 
The Chicago local rates were applied to the car ferry ports as 
proportionals on traffic into the northwest, except that some- 
times the originating defendants maintained proportionals 10 
or 15 cents higher than the Chicago local rates. The rates 
from the car-ferry west-bank ports were the same as or lower 
than the rates from Chicago. Generally, however, the combina- 
tions were the same as or lower than the rates via Chicago. 

When, in 1910 or 1911, the L. & N. established joint rates 
to the northwest via the Peoria gateway competition was set 
up with the across-lake routes. The situation was dealt with 
in a number of cases. In Cancellation of Coal Rates to Minne- 
sota, 89 I. C. C. 573, the Commission found that the carriers had 
justified an increase in the joint rate from $4.86 to $5.40. 

When the Chesapeake & Ohio and Norfolk & Western un- 
dertook to adjust their rates in’ reference to the $5.40 rate, the 
complainants and the defendants could not agree upon divisions 
and the across-lake lines were left out of the tariffs. The south- 
ern lines wanted to allow the across-lake routes 43.4 and 40.8 
per cent out of the joint rates as divisions. Joint rates were 
established over other routes, leaving the higher combinations 
to apply via the across-lake routes. The complainants asked 
for a parity of rates, not only because they wanted to move 
the coal as cheaply as over the other routes, but also they 
wanted their shippers to have reconsignment privileges such as 
were available to shippers over the routes via Chicago. 

The intervening coal companies said that it would be un- 
fair to them to have the rates made on the basis desired by 
the complainants because if joint rates were established they 
would have to continue to ship their lake cargo coal on the 
local rates from the ports, while car-ferry coal would move on 
joint rates from origin to destination. They pointed out that 
in the handling of the lake cargo coal they were subjected to 
many costs other than the rate to the Lake Erie ports, the 
dumping charge, vessel freight to the upper lake ports and 
the rail rates beyond. They said the fact that a substantial 
volume of coal moved over the ferry routes on the old com- 
bination rates suggested that the combination rates did not 
prevent the movement of coal over those routes. They insisted 
there never was any necessity for departing from the combina- 
tion basis. The Commission said that since the establishment 
of the joint rates the complainants had not handled any coal 
from the territory of origin since the establishment of the joint 
rates. 

The defendants contended that additional through routes 
and joint rates might be established only when found to be nec- 
essary or desirable in the public interest and that no shippers 
or ultimate consignees were here seeking the establishment of 
additional routes. 

“We are not faced with that question,” says the report. 
“Through routes now exist over the car ferries.” It added that 
in the circumstances disclosed by the record there was a dis- 
crimination between connecting lines which the interstate com- 
merce act forbade. It specifically found that the failure and 
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refusal constituted a violation of paragraph (3) of section (3) 
of the governing statute. 


LUMBER TARIFF CONSTRUCTION 


The Commission, on further argument in No. 15993, Pacific 
Coast Shippers’ Association et al. vs. Akron, Canton & Youngs. 
town et al., mimeographed, in a report written by Commissioner 
Meyer, has affirmed the finding in the former report, 112 I. C. ¢, 
527, made by division 4, that rates charged on lumber and other 
forest products, from points in Washington, Oregon, Idaho, 
Montana, and British Columbia, to destinations in Indiana, Mich- 
igan, and Ohio, were illegal in some instances, and legal in 
others. It has directed the refund of overcharges and dismissed 
the complaint. Chairman Campbell and Commissioner Aitchison 
dissented, but did not give their reasons therefor. Commis- 
sioner Brainerd did not participate. 

The complaint presented questions of tariff construction, 
application of the rule for making rates to unnamed interme- 
diate points, and the scope of the words “points not enumerated 
below” and “all other points’ as used in the tariffs in which 
the carriers, in December, 1924, established joint rates to des- 
tinations not only in the states named but to territory farther 
east, to take the place of the rates made by combination on 
Chicago, Peoria, East St. Louis and other gateways. The at- 
tempt in those tariffs was to establish large groups without 
defining the boundaries by naming rates to certain points and 
certain rates to “all other points” and to provide rates to un- 
named intermediate points by having the rate to the next named 
point apply at the intermediate point, without, however, defi- 
nitely specifying the routes. The carriers also failed to make 
provision for the fact that in a number of states there were 
two or more points having the same name. 

Complainants contended that, because there were no routing 
restrictions, they were at liberty to use the rails of any carriers 
parties to the tariffs in making up the routes. In that way they 
could bring such cities as Indianapolis, Ind., and Cleveland, 0O., 
into the category of unnamed intermediate points, the rates to 
which were to be found by referring to obscure stations. In 
the case of rates to Cleveland, Columbus, Akron and Alliance, 
O., it was contended that they were controlled by rates over 
a route through Valley Junction, O. That station became im- 
portant in the controversy because the county in which it was 
situated was not named and there was a duplication of the name. 
The carriers contended that it was unfair in such a case to 
claim that, because the county was not named, a lower rate 
was thereby fixed, under the application of the intermediate 
rule, than to important consuming centers, such as Cleveland, 
Akron and Columbus. 

“The same rules of construction are applicable to tariffs 
as to other written instruments,” says the report. ‘One im- 
portant rule is that they must be considered in their entirety 
and another that all of the provisions thereof must be given 
effect if possible.” Mr. Meyer added that the construction of 
the tariffs contended for by complainants unduly emphasized 
the provisions of the intermediate application rule and the open 
routing and would limit the application of the rates provided 
for “all other points” and “points not enumerated below” to 
destinations on stub lines through which routes could not be 
assumed to be open for use because of the obvious physical 
limitation of the ending of the stub line. On the controverted 
points, the Commission found: 


Our view of the tariffs is that each specifically provided a group 
rate to certain specified points in a particular state and to unnamed 
intermediate points located within the territory covered by said 
specified points and another group rate to the remainder of the state, 
and that where a point was named in these tariffs as located in a 
particular state the rate shown thereto was applicable to any des- 
tinations of that name in that state, and we so find. A point in 
a higher rated group covered by the description ‘‘all other points” 
or “points not enumerated below’’ is not to be regarded as an un- 
named point located between two named points merely because there 
is a possible route from one named point to another through such 
higher rated territory. In these respects we affirm the findings of 
the division. 

We also find that during the period the tariffs provided the same 
rate to all destinations of the same name in the same state, such 
rate also applied to unnamed intermediate points located between 
any point of that name and another specifically named point, even 
though such unnamed intermediate points, after correction of the 
tariffs by specifying the county in which the specifically named point 
was located, were included in the higher rated group of ‘‘all other 
points” or ‘“‘points not enumerated below.’”’ 
specific finding in this respect. 

The construction which we here place upon these tariffs gives 
effect to all of the provisions thereof and is reasonable under all of 
the circumstances. 


U. S.-CANADA JOINT OIL RATES 


A discussion of the law pertaining to joint rates from points 
in the United States to destinations in Canada is carried in the 
Commission’s decision in I. and S. No. 2871, rates on petroleum 
and its products from Mississippi Valley points to Canadian 
points, mimeographed, on reconsideration on appeal from the 
decision of division 3, 128 I. C. C. 545. The division found that 
respondents’ schedules proposing to cancel joint commodity 
rates on petroleum and its products, in carloads, from Vicks- 
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purg and Natchez, Miss., New Orleans, La., and points grouped 
therewith, to destinations in Ontario and Quebec provinces, 
were not in violation of the interstate commerce act. That find- 
ing has been affirmed. The order of suspension was vacated 
and the cancellations became operative. The case was re- 
opened for further consideration on the petition of the protest- 
ants, the latter being representatives of southern oil refinery 
interests. The Commission said that in this report it dealt 
mainly with the questions brought to its attention by the pro- 
testants. 

So as to define sharply the provisions of the statute per- 
taining to suspensions the Commission reproduced the perti- 
nent parts of section 7 of the interstate commerce act. It then 
said: 

ze 


The issue to be determined in a proceeding instituted under the 
foregoing provisions is as to the lawfulness of some new rate, fare, 
charge, classification, regulation or practice. In this case, the issue is 
as to the lawfulness of a new regulation, cancelling certain joint rates 
from points in this country to points in Canada. The interstate com- 
merce act is applicable to common carriers engaged in transportation 
of property by railroad from points in the United States to points in 
Canada and to such transportation, but only in so far as it takes 
place in the United States. It does not require, or purport to require, 
the maintenance of a joint rate or any rate applicable to such trans- 
portation beyond the border. It follows that the cancellation of such 
a rate is not in violation of the act, and, in so far as our jurisdiction 
is concerned, not unlawful. j 

In their petition protestants point out that the Canadian lines 
do not propose to cancel all joint rates from points in this country 
to points in Canada. They urge that the American carriers being sub- 
ject to our jurisdiction, should be required to justify the rates remain- 
ing in effect after the cancellation. Our jurisdiction is defined by 
the interstate commerce act and can not be affected in this case 
by the fact that respondents continue to participate in other joint 
rates to points in Canada. Nor is the reasonableness of such other 
rates here in issue. We are not to be understood as saying that 
the reasonableness of rates that would be left in effect by a proposed 
cancellation may not be determined in an investigation as to the law- 
fulness of such proposed cancellation, if their reasonableness be ma- 
terial in a determination of the issue. Here it is not material. The 
cancellation is not unlawful whether the rates left in effect be rea- 
sonable or unreasonable. 

Upon reconsideration we affirm the finding of division 3 that the 
schedules which were under suspension are not in violation of the 
interstate commerce act. An order will accordingly be entered, affirm- 
ing the order issued in connection with the former report and discon- 
tinuing this proceeding. Our conclusions herein are without prejudice 
to protestants’ right to complain of the existing rate situation in 
a proper proceeding. 


UNGLAZED DOOR CHARGES 


The Commission, by division 4, in No. 18625, Paine Lumber 
Company vs. Tennessee Central et al., mimeographed, has 
found that the charges collected on a carload of unglazed doors, 
shipped from Oshkosh, Wis., to Nashville, Tenn., in 1924, were 
applicable. The question was as to the minimum to be used in 
connection with the rate beyond Evansville, Ind. The Commis- 
sion said that although the classification provided for the use 
of Rule 34 in connection with a minimum of 24,000 pounds, the 
minimum weight in the applicable tariff was subject also to 
Rule 34, and that it took precedence over the minimum in the 
classification. The complaint was dismissed. 


BULL-WHEEL ARM RATES 


The Commission, by division 4, has dismissed No. 18646, 
Parkersburg Rig & Reel Co. vs. Rock Island et al., mimeo- 
graphed, finding the rates on three carloads of wooden bull- 
wheel arms, cants and pins, from Parkersburg, W. Va., to El 
Dorado, Ark., shipped in 1922, not unreasonable. 


PIG IRON CASE DISMISSED 


An order of dismissal has been made in No. 18713, Manu- 
facturers’ Foundry Co. vs. Delaware & Hudson et al., mimeo- 
graphed, the Commission, by division 4, finding the carload 
rate on pig iron from Port Henry, N. Y., to Waterbury, Conn., 
not unreasonable or otherwise unlawful. 


YELLOW PINE LUMBER RATE 


The Commission, by division 4, has dismissed No. 18736, 
H. F. Stanley Lumber Co. vs. L. & N. et al., mimeographed, 
finding the rate on yellow pine lumber from Thomaston, Ala., 
to Paintsville, Ky., not unreasonable. 


GRAIN SWITCHING CHARGES 
The Commission, by division 4, in No. 18771, Seldomridge 
Grain Co. vs. Santa Fe et al., mimeographed, has found the 
Switching charges on grain, accorded transit at Colorado Springs, 
Colo., applicable and dismissed the complaint. 


TIN CAN RATES 


The Commission, by division 4, in No. 18786, Inderrieden 
Canning Co. vs. Belt Railway of Chicago et al., mimeographed, 
has found unreasonable the rates on tin cans, from Chicago, 
lll, to Centuria, Wis., to the extent that, between June 5, 1924, 
and August 3, 1925, they exceeded 30.5 cents on a minimum of 
30,000 pounds, the subsequently established rate and minimum. 
The defendants introduced no evidence. Reparation was 
awarded to the basis of 30.5 cents on the 30,000-pound minimum. 
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BUTTER REPARATION AWARDED 


In a report on further hearing in No. 14717, Mistletoe Cream- 
eries et al. vs. Santa Fe et al. and cases joined with it, Exam- 
iner John T. Money said that the Commission should award 
reparation on butter shipments made after the hearing in the 
original report, the latter being in 96 I. C. C. 303. The ship- 
ments in question were made from defined territories around 
Oklahoma City, Okla., Denver, Colo., and Aberdeen, S. D., to 
Fort Worth, Houston, and San Antonio, Tex. 

For the purpose of reparation, Money said the Commission 
should find unreasonable the rates on butter, in carloads, from 
points in defined territories in Colorado, Tennessee and Okla- 
homa to Fort Worth, San Antonio, Houston, and Beaumont, Tex., 
to the extent they exceeded those prescribed in Butter, Eggs, 
Dairy Products, and Poultry, 96 I. C. C. 19. That case was used 
as the basis for the award in the title case. Money said there 
was no reason why the conclusion in this case should differ 
from that in the title complaint. 

This report also covers No. 14935, Milstletoe Creameries et 
al. vs. Santa Fe et al.; a sub-number, Texas Creamery Com- 
pany vs. Santa Fe et al., and a second sub-number, Mistletoe 
Creameries et al. vs. Burlington et al. The finding of unreason- 
ableness, as distinguished from the award of reparation in the 
title complaint, applies to No. 14935, the two sub numbers, and 
the intervening petitioners. 

As rates on butter were prescribed in Consolidated South- 
western Cases, 123 I. C. C. 203, for application throughout the 
territory here considered, Money said the prescription of rates 
for the future was unnecessary. 


SLACK BARREL CHARGES 


The Commission, by division 2, has dismissed No. 18331, 
St. Louis Cooperage Company et al. vs. Burlington et al., mime- 
ographed, finding that the minimum of 14,000 pounds on slack 
wooden barrels from St. Louis, Mo., to destinations in Illinois, 
applied between 1923 and 1926, was applicable but unreason- 
able to the extent it exceeded the subsequently established min- 
imum of 10,000 pounds. -It further found, however, that the 
charges based on the applicable minimum were not, and the 
present applicable charges are not, unreasonable. 





OIL WELL MACHINERY RATES 


The Commission, by division 4, in No. 18543, Dyer Bros. vs. 
Missouri Pacific et al., mimeographed, has found unreasonable 
the rates charged on a carload of-oil well boring machinery, 
including a power pump and an extra steam boiler, from 
Norphlet, Ark., to Mexia, Tex., and awarded reparation. It 
found the rates unreasonable to the extent they exceeded 80.5 
cents. The complainants contended that the rates were unrea- 
sonable to the extent those charged on the power pump and 
extra boiler exceeded those on well boring machinery. 


REFRIGERATION CHARGES INAPPLICABLE 


The Commission, by division 3, in No. 17095, William F. 
Allen & Co. et al. vs. Atlantic Coast Line et al., mimeographed, 
has found inapplicable the refrigeration charges assessed on 
shipments of strawberries from points in North and South Caro- 
lina to various eastern destinations and warded reparation. The 
report covers a sub-number, National Traffic Service Associa- 
tion et al. vs. Same. The question Was as to whether stated 
refrigeration charges were applicable on the shipments, made 
between April, 1923, and May, 1925. The Commission found 
that the stated refrigeration charges were not applicable and 
that the applicable charges were those named in section 4 of 
the defendants’ general perishable protective tariff, I. C. C. 1. 


PHOSPHATE ROCK RATE 


An order of dismissal has been made in No. 18788, Cotton 
States Fertilizer Company vs. Atlanta, Birmingham & Atlantic 
et al., mimeographed, the Commission, by division 3, finding 
the rate on phosphate rock, carloads, from Nichols, Prairie, and 
Morris Mine, Fla., to Macon, Ga., not unreasonable. 


BROOM INCREASES UNJUSTIFIED 


The Commission, by division 3, in I. and S. 2964, brooms 
from the middle west to south coast Pacific territory, mimeo- 
graphed, has found not justified proposed increased rates on 
brooms, in carloads, from points in Kansas and other middle 
western states to destinations in south Pacific coast territory, 
ordered the suspended schedules canceled and discontinued the 
proceeding. In a foot note to its decision the Commission said 
that similar schedules were filed to become effective August 
15, 1927, establishing rates to British Columbia and other points 
in north Pacific coast territory. Such rates, not having been 
protested, it said, were permitted to become effective. 


NEWSPRINT INCREASE FORBIDDEN 
The Commission, by division 1, in I. and S. No. 2897, news- 
print paper from points in Ontario and Quebec, Canada, to 
Nashville, Tenn., mimeographed, has found not justified the pro- 
posed increased rate on newsprint paper, carloads, from and to 
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the points mentioned, ordered the suspended schedules can- 
celed and discontinued the proceeding. The proposed increase 
was from 47 to 57 cents. 

The condemned rate was filed with a view to meeting the 
order of the Commission in Knoxville Traffic Bureau vs. C. P. 
Ry. Co., 101 I. C. C. 605, in which it condemned a rate of 60 
cents to Knoxville, Tenn., from points in Canada because it ex- 
ceeded the rates to Nashville. The first schedules filed in sup- 
posed compliance with the decision in that case were found not 
justified in Newsprint Paper from Eastern Canada, 109 I. C. C. 
701. 

After that decision the L. & N. and Southern canceled their 
unlimited concurrences given to the originating New England 
lines and gave limited concurrences under which the originat- 
ing lines could publish rates of 57 cents to Nashville and 61 
cents to Memphis. 

The Commission, in the report on this case, found that the 
proposed adjustment would split the long maintained blanket 
from eastern Canadian mills and Maine mills and give the lat- 
ter a preference of 10 cents as well as bring about other situa- 
tions it thought inconsistent. 


REFRIGERATION CHARGES 


The Commission, by division 3, has dismissed No. 16218, 
Mississippi Farm Bureau Truck Association vs. Alabama & 
Vicksburg et al., mimeographed, finding not unreasonable the 
refrigeration charges on tomatoes and cabbage, in straight and 
mixed carloads, from points in Mississippi to destinations in all 
other states and in Canada. In this case the complainant 
sought reparation on shipments made prior to July 15, 1925, 
and since August 15, 1922, and May 29, 1923, respectively. In 
No. 14860, Mississippi R. R. Commission vs. A. & R., 98 I. C. C. 
55, the report said, the complainants in the instant case sought 
relief for the future only. In that case the Commission made a 
finding of unreasonableness of the rates for the future. In this 
case reparation was denied on a finding “that the charges as- 
sailed are not shown to have been unreasonable.” It observed 
that awarding reparation for excessive charges in the past and 
regulating rates for the future involved the determination of 
matters. essentially different. Moreover, it pointed out, Rule 
IlI(S) of its Rules of Practice provided that except under un- 
usual circumstances, and for good cause shown, reparation 
would not be awarded upon a complaint in which it was not 
specifically prayed for, or upon a new complaint by or for the 
same complainant which was based upon any finding in the 
original proceeding. The Commission called the case brought 
by the Mississippi commission the original proceeding. 

The report also covers No. 17423, Lotterhos & Huber et 
al. vs. Same. 


GLASS BOTTLE RATE CASE 


A finding of unreasonableness, an award of reparation, and 
an order to establish a new rate, have been made in No. 18943, 
Swift Specific Company vs. Atlanta & West Point et al., mime- 
ographed, as to a joint commodity rate of 90 cents, on a mini- 
mum of 30,000 pounds, on glass bottles, from Alton, IIl., to At- 
lanta, Ga. The Commission found that it was, is, and would 
be unreasonable to the extent it exceeded, exceeds, or might 
exceed 68 cents and ordered the establishment of that lower rate 
not later than March 21. 


PRINTING PAPER RATE 


The Commission, by division 3, in No. 19538, Hudson Bag 
Company, Inc., vs. New Haven et al., mimeographed, has found 
unreasonable a rate of 23.5 cents on printing paper, carloads, 
from Holyoke, Mass., to Bushwick station, Brooklyn, N. Y., 
to the extent it exceeded the sixth class rate of 22 cents and 
awarded reparation. While the complaint was pending the de- 
sired rate was established. 


WOOL GREASE RATES 


The Commission, by division 3, in No. 19577, Frank L. 
Young Company vs. New Haven et al., mimeographed, has 
found inapplicable the fifth class rates charged on wool grease, 
in carloads, from and to points in Official Classification terri- 
tory, and from Providence, R. I., to Sioux Falls, S. D. It found 
that sixth class rates were applicable and awarded reparation 
to that basis. The Commission said that the term animal 
grease, carried in the classification, followed by the qualifica- 
tion, non-edible, was broad enough to cover this grease obtained 
from the scouring of wool. The carriers contended that the 
term was limited to greases derived from the body tissues of 
animals but the Commission said it was not so restricted in 
the tariffs. 


COAL FROM BELLEVILLE, ILL. 

The Commission, by division 3, in a report written by 
Chairman Campbell, has dismissed No. 15228, sub-No. 1, Fifth 
and Ninth Districts Coal Traffic Bureau vs. Santa Fe et al., 
mimeographed, finding the rates on bituminous coal, from the 
Belleville group in Illinois to destinations in Iowa not unrea- 
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sonable or unduly prejudicial. The rates were assailed ag yp. 
duly prejudicial in comparison with the rates from the Spring. 
field, and other groups in Illinois and in western Kentucky to 
the same destinations. Rates the same as from the Springfielq 
group, the report said, were sought. 

This report also covers No. 15299, sub-No. 1, Same vs. Bal. 
timore & Ohio et al. In that case the finding was that the 
rates on bituminous coal from the Belleville group to Hannibaj, 
Mo., were not unreasonable but unduly prejudicial to the extent 
they exceed or may exceed, over routes composed in whole or 
in part of carriers participating in lower rates from the Spring. 
field group, rates 10 cents per ton higher than the contem. 
poraneous rates from the Springfield group. 

The order requires the removal of the undue prejudice not 
later than April 20 by establishing the relationship indicated, 
that is, over the routes described, Belleville not more than 1( 
cents over Springfield. 


COKE CASE DISMISSED 


The Commission, by division 3, has dismissed No. 18903, 
United Power and Light Corporation vs. Birmingham Southern 
et al., mimeographed, finding the rate on coke from the Birming. 
ham district in Alabama to Manhattan and Junction City, Kan, 
not unreasonable or unduly prejudicial. The rate, $7.08 per net 
ton, was alleged to be unduly prejudicial in comparison with 
rates to specified destinations in Nebraska and Missouri, par. 
ticularly to Missouri River points. The Commission said the 
record clearly disclosed that the rate was not unreasonable 
per se. It said that while it was not equally clear that the 
rate was properly aligned with the rates from Birmingham to 
the Missouri River cities, the testimony respecting the viola- 
tion of section 3 of the interstate commerce act was vague and 
unsatisfactory. 


CEMENT SLAB AND SAND RATES 


The Commission, by division 3, in No. 19328, Federal Ce. 
ment Tile Company vs. Indiana Harbor Belt et al., mimeo- 
graphed, has found unreasonable the rate on cement slabs, from 
Hammond, Ind., to Homewood, IIl., to the extent it exceeded 
$1.05 per net ton and awarded reparation on shipments made 
in June, 1926. It has found the rate on sand from Michigan 
City, Ind., to Homewood not unreasonable. The slabs and sand 
were used in constructing race-track facilities at Homewood. 

Commissioner Hall, in a dissent, said the assailed rate on 
cement slabs was not unreasonable when the transportation 
service was rendered and that the complaint should have been 
dismissed. 


RATES ON SCRAP IRON 


The Commission, by division 3, in No. 17640, Wrought Washer 
Manufacturing Company vs. Pere Marquette et al. (mimeo- 
graphed), says the “manner in which defendants are apparently 
applying their tariff definition of scrap iron found to be un- 
lawful.” In this case the question was whether scrap iron rates 
were applicable on crop-ends or fish-tail ends of iron or steel 
plates, skelp, and strip steel, crop-ends of sheet bars, disman- 
tled boiler and floor plates, and mill warmer and washer sheets, 
shipped from points in many states to Milwaukee and there 
converted into washers. The Commission found the rates ap- 
plied, in most instances, fifth class, were unreasonable to the 
extent that they exceeded those on billets, the rates on billets, 
in many instances, being the same as rates on scrap. Rep- 
aration was awarded. 

The Commission tentatively suggested a new definition of 
scrap iron so as to have scrap rates apply on material chiefly 
valuable for remelting or fagoting, provided the scrap rates will 
not apply on iron or steel, although chiefly valuable for remelt- 
ing purposes, which is in the form of raw or unfinished material 
for which other rates are specifically provided. 


POTATO RATES ORDERED 


Downward-revision of the rates on potatoes, from points in 
Colorado, Idaho, and Utah to destinations in Oklahoma and 
Texas has been ordered to be made not later than May 7 on a 
finding of unreasonableness, for the future, made in No. 17166, 
Turner-Altus Company et al. vs. Santa Fe et al., mimeographed. 
The Commission, by division 3, in a report written by Chairman 
Campbell, found the rates not unreasonable in the past but ul- 
reasonable for the future to the extent they might exceed those 
set forth in the finding. 

The railroads are ordered, for the purpose of applying the 
rates, to divide Texas and Oklahoma into seven groups. The 
groups are described in an appendix (not herein reproduced), 
the outlines of which are shown in the finding. The complaint, 
pending since June, 1925, alleged the rates were unjust and un- 
reasonable. The complainants asked for joint through rates 
for the future and reparation. The complaint also asked for 
rates from Nebraska and Wyoming but the report said the 
testimony was limited to rates from Colorado, Idaho and Utah. 
The assailed rates were those applying from potato growing 
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districts the names of which are used in the report as definitely 
ascertained territories. Rates from Colorado districts lying on 
the western slope of the continental divide, the report said, 
were generally 6 cents higher than those from districts east of 
the divide. Rates from other origin districts are definite 
amounts higher than from the Colorado districts. In disposing 
of the case, the Commission said: 


We find that the rates assailed were not unreasonable, but that 
they are, and for the future will be unreasonable to the extent that 
they exceed, or may exceed, the following rates or rate bases to 
points in Oklahoma and Texas shown in the appendix to this report 
as in the groups designated below, subject to minimum weights of 
36,000 pounds from October 1 to May 31, inclusive, and 30,000 pounds 
from June 1 to September 30, inclusive: From the San Luis Valley 
and Greeley districts, except points on the San Luis Central and 
Denver & Salt Lake, 55 cents to group 1; 63 cents to group 2, except 
Muskogee, Okla.; 67 cents to group 3, including Muskogee; 71 cents 
to group 4; 76 cents to group 5; 73 cents to all points in Texas dif- 
ferential territory south and and west of Dalhart, Amarillo, Lubbock, 
and Big Spring, Tex., and on and north of the line of the Texas & 
Pacific from Big Spring to El Paso, Tex., designated as group 6; 
and 88 cents to all points in Texas differential territory west and 
south of groups 5 and 6, designated as group 7; from points on the 
San Luis Central 3 cents higher than the rates contemporaneously 
maintained from trunk-line points in the San Luis Valley and Greeley 
districts to the same destinations; from points on the Denver & Salt 
Lake 6 cents higher than the rates contemporaneously maintained 
from other trunk-line points in the San Luis Valley and Greeley 
districts to the same destinations; and from the western slope of 
Colorado 6 cents, and from the Utah and Idaho Falls groups 12 cents, 
higher than the rates contemporaneously maintained from the San 
Luis Valley and Greeley districts to the same destinations. De- 
fendants will be expected to continue the present relationships with 
the Idaho Falls group from other groups in Idaho from which joint 
rates are now published to Oklahoma and Texas destinations. 

Under the foregoing findings defendants will be expected to divide 
Oklahoma and Texas into 7 groups, using the points of destination 
named in the appendix as in groups 1 to 5, inclusive, as representa- 
tive, with regard for a careful observance of the provisions of the 
fourth section over all reasonably direct routes. If relief from the 
long-and-short-haul provision of the fourth section is desired in_the 
application over circuitous routes of the rates herein prescribed, 
appropriate application therefor will receive consideration. 

The rates herein found reasonable will be prescribed only over 
reasonably direct routes, and publication of such rates via Amarillo 
to points in Oklahoma and Texas to which the short route makes 
through that gateway will be considered compliance with our findings 
and order herein with respect to such points. 





NOTE ORDER AMENDED 


The Commission, by division 4, in finance No. 5199, notes 
of Fairport, Painesville & Eastern, has amended its order of 
January 13, 1926, 104 I. C. C. 334, so as to permit the use of a 
part of the proceeds of an issue of $275,000 of 7 per cent prom- 
issory notes for purposes other than those set forth in the ap- 
plication upon which the now modified order was based. The 
modified order authorizes the road to use $46,282.42 for projects 
hong been substituted for the ones proposed in the ap- 
plication. 


AUTHORIZED TO ACQUIRE 


The Commission, by division 4, in finance No. 6359, Acqui- 
sition of Paris & Great Northern by the St. Louis, San Fran- 
cisco & Texas, has authorized the last mentioned carrier to ac- 
quire the Paris & Great Northern, in Lamar county, Texas, and 
operate it. In addition the acquiring line has been authorized 
to issue $117,000 of capital stock and to assume obligation and 
liability in respect of $339,000 of first mortgage 5 per cent gold 
bonds and $21,598.20 of demand promissory notes of the ac- 
quired road, on condition that upon the exchange of stock pro- 
vided for in the acquisition plan, $500,000 of the stock of the 
Paris & Great Northern shall be canceled and destroyed. Com- 
missioner Eastman dissented. 


EASTERN OREGON CONSTRUCTION 


The Commission, in a third supplemental report in finance 
No. 4730, construction of lines by Oregon, California and East- 
ern, and cases joined with it (mimeographed), the whole known 
as construction of railroad lines in eastern Oregon, written by 
Commissioner Aitchison, has approved the latest plan for ac- 
complishing an enlargement of the railroad facilities in Oregon. 
The chief feature of the approved plan is the substitution of 
the Great Northern for the Oregon Trunk as the constructing 
line. The Oregon Trunk was organized by the Great Northern 
and Northern Pacific for making the Oregon extensions, but 
the latter felt it should not accept conditions imposed by the 
Commission. The approving report permits the Great Northern 
to take the place of the Oregon Trunk for carrying out the plan 
involving new construction, trackage rights, joint user of tracks, 
and acquisitions. 


NEW HAVEN BOND ORDER 


In finance No. 1063, the Commission, by division 4, has 
Modified its order in 65 I. C. C. 398, to permit pledge of 
$20,000,000 of first and refunding mortgage gold bonds, series 
A, by the New York, New Haven & Hartford, otherwise than as 
Specified in the original order. The bonds will be pledged as 
collateral for a note of $17,000,000 to pay off a note of like 
amount formerly held by the Director General of Railroads but 
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sold by him to the present holders, who will be paid by the 
New Haven. 


FINANCE APPLICATIONS 


No. 6696. The Bay Terminal asks for authority to issue $325,000 of 
car trust certificates, the proceeds to be used in buying 200 new tank 
cars at an estimated cast of $350,000, the balance to be paid in cash. 

No. 6698. Tennessee & North Carolina asks for authority to acquire 
and operate a line from Andrews to Hayesville, N. C., about 25 miles 
long, formerly operated by the Carolina & Georgia, and for authority 
to finance the purchase by the issue of $117,000 of capital stock. 

Finance No. 6700. Mobile & Ohio asks authority to issue $1,620,000 
- per cent equipment trust certificates to be sold at competitive 

idding. 

Finance No. 6701. Southern Railway Co. ask authority to issue 
$9,840,000 of 4 per cent equipment trust certificates to be sold at 
competitive bidding. p : 

Finance No. 6705. The Grand Rapids & Indiana and Penn- 
sylvania have asked for a certificate authorizing them to con- 
struct a track at Petoskey, Mich., about 1.79 miles long, to 


serve the plant of the Petoskey Portland Cement Company. 


FINAL VALUATION REPORTS 


Valuation No. 947, Tennessee Central Railroad Co. et al., opinion 
No. B-629, 135 I. C. C. 95-162, final value for rate-making purposes 
of property of Tennessee Central, owned and used for common car- 
rier purposes, found to be $9,195,000, and of property owned but not 
used, $25,000, and of property used but not owned, $1,034,876, as of 
June 30, 1918. Final value for rate-making purposes of property of 
Nashville Terminal Co., owned but not used, leased to the Tennessee 
Central, found to be $950,000, as of June 30, 1918. 

Valuation No. 428, Genesee and Wyoming Railroad Co. et al., 
opinion No. B-626, 135 I. C. C. 1-33, final value for rate-making pur- 
poses of property of Genesee and Wyoming, owned and used for 
common carrier purposes, found to be $323,500, and of property used 
but not owned, $125,213, as of June 30, 1917. Final value for rate- 
making purposes of property owned by the Halite and Northern 
Railroad Co., but leased to and used by the Genesee and Wyoming, 
found to be $77,500, as of June 30, 1917. 

Valuation No. 346, Louisiana & Arkansas Railway Co., opinion 
No. B-616, 133 I. C. C. 687-723, final value for rate-making purposes 
of property owned and used for common carrier purposes, found to 
be $7,748,150, and of property owned but not used, $615, and of property 
used but not owned, $209,299, as of June 30, 1917. 

Valuation No. 1050, Kansas City, Mexico & Orient Railroad Co., 
opinion No. B-632, 135 I. C. C. 217-56, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $6,146,500, and of property owned but not used, 
$307,028, as of June 30, 1919. 

Valuation No. 729, Mississippi Central Railroad Co., opinion No. 
B-634, 185 I. C. C. 287-326, final value, for rate-making purposes, of 
the property owned and used for common carrier purposes, found to 
be $4,834,000, and of the property used but not owned, $1,055, as of 
June 30, 1918. 

Valuation No. 976, Alabama, Tennessee & Northern Railway, 
opinion No. B-635, 135 I. C. C. 327-61, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $2,204,700, and of the property used but not owned, 
$27,532, as of June 30, 1918. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 6651, authorizing the St. Louis- 
San Francisco Ry. Co. to issue $7,911,000 of prior-lien mortgage 5 
per cent gold bonds, series B, and $2,708,700 of prior-lien mortgage 
5% per cent gold bonds, series D, to be pledged as collateral security 
for short-term notes, approved. 

Report and order in F. D. No. 6643, authorizing the New York, 
New Haven & Hartford Railroad to issue $31,000,000 of 40-year first 
and refunding mortgage 4% per cent gold bonds, series of 1927, said 
bonds to be sold at not less than 89% per cent of par and accrued 
interest, and the proceeds used to retire outstanding obligations and 
for general corporate purposes, approved. 

Report and order in F. D. No. 6675, authorizing the St. Johnsbury 
& Lake Champlain R. R. to issue 20 unsecured promissory notes in 
the aggregate principal amount of $300,000 to evidence a loan of that 
amount from the state of Vermont, approved. 

Report and order in F. D. No. 6622, authorizing the Chicago, Rock 
Island & Pacific Ry. Co., (1) to issue $1,000,000 of general mortgage 
gold bonds, said bonds to be delivered to the corporate trustee under 
applicant’s first and refunding gold bond mortgage; and (2) to procure 
the authentication and delivery of $1,000,000 of first and refunding 
mortgage gold bonds said bonds to be held in the applicant’s treasury 
subject to the commission’s further order, approved. 

Report and certificate in F. D. No. 6625, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the tele- 
phone properties of Ida A. Van Dyke Telephone Service, approved. 

Report and certificate in F. D. No. 6551, authorizing the abandon- 
ment, as to interstate and foreign commerce, of the Helen-Robertstown 
segment of the Gainesville & Northwestern R. R. Company’s line of 
railroad in Hall and White counties, Ga., approved. 

Report, certificate and order in F. D. No. 6490, authorizing the 
Union Pacific R. R. Co. to construct an extension of one of its branch 
lines of railroad in Goshen and Laramie counties, Wyo. (from 
Creighton, Goshen County, Wyo., southerly about 54 miles to a 
point in the vicinity of Egbert, Burns, or Hillsdale, Laramie county, 
Wyo.) approved. 

Report and certificate in F. D. No. 6615, authorizing the Southern 
Pacific R. R. Co. and the Southern Pacific Company to abandon a 
branch line of railroad in Santa Cruz county, Calif. (extending from 
Aptos in a northerly direction to Loma Prieta, a distance of 3.298 
miles) approved. 

Report and certificate in F. D. No. 6624, authorizing the Chesa- 
peake & Ohio Ry. Co. to abandon a ferry between South Portsmouth, 
Ky., and Portsmouth, Ohio (consisting of a steam ferry operated across 
the Ohio River between South Portsmouth, Greenup county, Ky., and 
Portsmouth, Scioto county, Ohio, a distance of approximately 1,072 
feet) approved. 

Report and certificate in F. D. No. 6386, authorizing the New 
York, Susquehanna & Western R. R. Co. to abandon a branch line 
of railroad in Warren county, N. J. (extending from a connection 
with its main line at Delaware Junction in a southerly direction to 
Delaware, a distance of 3.1 miles) approved. 

Report and order in F. D. No. 6668, (1) authorizing the Cleveland 
Union Terminal Company to issue $5,000,000 of 4% per cent first- 
mortgage sinking-fund gold bonds, series C, in lieu of a like amount 
of 5 per cent first-mortgage sinking-fund gold bonds, series B, here- 
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tofore authorized, said bonds to be sold at not less than 98 per cent 
of par and accrued interest, and the proceeds used for the purposes 
stated herein; and (2) authorizing the New York Central R. R. Co., 
the Cleveland, Cincinnati, Chicago & St. Louis Ry. Co., and the New 
York, Chicago & St. Louis R. R. Co. to assume obligation and lia- 
bility, as guarantors, in respect of said bonds, approved. 

Supplemental order in F. D. No. 4861, Bonds of Cleveland Union 
Terminals Co., drawn for the purpose of limiting to $10,000,000 the au- 
thority granted in 99 I. C. C. 176 to the Cleveland Union Terminals 
Company to issue $15,000,000 of first-mortgage sinking-fund gold bonds, 
series B; and reducing to $10,000,000 the amount of series B bonds upon 
which the New York Central, the Cleveland, Cincinnati, Chicago & 
St. Louis, and the New York, Chicago & St. Louis may indorse their 
guaranty of principal interest, approved. : 

Report and order in F. D. No. 6673, authorizing the Seaboard Air 
Line Ry. Co. to issue $1,102,000 of first and consolidated mortgage 
gold bonds, series A, said bonds to be pledged and repledged from 
time to time as collateral security for short-term notes terms and 
conditions prescribed, approved. 

Report and order in F. D. No. 6670, authorizing the Wheeling & 
Lake Erie Ry., to procure the authentication and delivery of $894,000 of 
refunding-mortgage gold bonds, series B; such bonds to be held by 
the applicant until the further order of the commission approved. 

Report and supplemental certificate in F, D. No. 5105, (1) author- 
izing the Sacramento Northern Railway to construct a line of railroad 
in Yolo and Solano counties, Calif., and (2) deferring consideration of 
the application in so far as it seeks authority for the Sacramento 
Northern Railway to operate under trackage rights over the railroad 
of the San Francisco-Sacramento Railroad Company, previous report 
105 I. C. C. 473, approved. 

Supplemental report and order in F. D. No. 6450, authorizing the 
New Orleans, Texas & Mexico Railway to issue $5,989,000 of first 
mortgage 4% per cent gold bonds, series D, $5,900,000 of said bonds 
to be sold at 95% per cent of par and accrued interest and the re- 
maining $89,000 to be pledged and repledged for short-term notes, 
approved. 

Report and order in F. D. No. 6669, authorizing the International- 
Great Northern R. R. to issue $5,518,000 of first-mortgage 5 per cent 
gold bonds, series C, $5,500,000 of said bonds to be sold at 99% per 
cent of par and accrued interest and the remaining $18,000 to be 
pledged and repledged for sho..-term notes approved. 

Report and order in F. D. No. 6645, authorizing the Escanaba & 
Lake Superior R. R. to issue $208,350 of five-year 5% per cent promis- 
sory notes to be disposed of at not less than par in refunding out- 
standing matured notes, approved. 

_ Report and certificate in F. D. No. 6642, authorizing the acquisi- 
tion by the Michigan Bell Telephone Company of the properties of 
the Anchor Bay Telephone Company, approved. 





SUSPENDED TARIFFS 


In I. and S. No. 3055, the Commission has suspended from 
January 27 until August 27, schedules as published {n supple- 
ment No. 4 to Clyde Steamship Company’s I. C. C. 541. The 
suspended schedules propose to increase the rates on potatoes 
and turnips, carloads, from Boston, Mass., to Hartwell, Ga., 
from 60% cents per 100 pounds to 69 cents per 100 pounds, via 
water and-rail routes. 

In I. and S. No. 3053, th Commission has suspended from 
January 20 until August 20 schedules as published in supple- 
ments Nos. 27 to joint tariff, Hough’s I. C. C. No. A-124, I. C. Cc. 
No. 75, Jones’ I. C. C. No. 1784, Boyd’s I. C. C. No. A-1687, 
Speiden’s I. C. C. No. 1015, and Johansen’s I. C. C. No. 1855, and 
certain other agency tariffs. The suspended schedules propose 
to cancel the application of barge-rail rates on sugar, carloads, 
via the Louisville & Nashville on shipments originating at New 
Orleans, La., and Mobile, Ala., when destined to southern points 
and to interstate points beyond, on shipments that are accorded 
storage in transit at Mississippi-Warrior Service ports. The 
following is illustrative: 


Sugar, carloads, stored in transit at Birmingport, Ala., rates in 
cents per 100 pounds, from New Orleans, La., to Athens, Tenn., pres- 
ent 35%, proposed 78; Chattanooga, Tenn., present 32%, proposed 73. 


In I. and S. No. 3054, the Commission has suspended from 
January 25 until August 25 schedules as published in supple- 
ments Nos. 18, 19 and 20 to Toll’s I. C. C. No. 1191. The sus- 
pended schedules propose to cancel the rate on soap, carloads, 
from Los Angeles, Calif., to Bismarck, N. D., forcing higher 
combination rates to apply. 





PETITIONS FOR REHEARING, ETC. 


I. and S. No. 2414, salt between western and southwestern 
points. Petition of Chicago & North Western for modification 
of order, so that it may be relieved from maintaining joint rates 
in connection with the Atchison, Topeka & Santa Fe on salt 
from Hutchinson, Kan., to Lincoln and Omaha, Neb., and points 
taking same rates. 

No. 17952, the American Gypsum Co. vs. New York Central. 
Complainant petitions for argument before and consideration by 
the full Commission. 

No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi et al. Little Rock Grain Exchange and Arkadelphia 
Milling Co. petition for leave to intervene therein and support 
the motion for additional and supplemental order requiring the 
carriers to permit transit, filed by Corporation Commission of 
Oklahoma. 

No. 17717, Traffic Department, Chamber of Commerce, Bra- 
denton, Fla., et al. vs. Alabama & Vicksburg et al. Petition on 
behalf of Atlantic Coast Line and Seaboard Air Line for re 
consideration and postponement of effective date of order. 

No. 17194, Robert Blank vs. Central Railroad of New Jersey 
et al. Delaware, Lackawanna & Western petition for leave to 
publish on one day’s notice rule required to be published on 
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thirty days’ notice by order of the Commission dated November 
5, 1927. 

No. 17956, Henry Marble Co. vs. Wabash et al. Complainant 
and intervener, Liquid Carbonic Co., petition for reargument jp 
accordance with rule XV, paragraph (C), of the Commission’s 
Rules of Practice. , 

No. 18791, the West Virginia Rail Co. vs. Baltimore & Ohio 
et al. Complainant petitions the Commission to grant a rehear. 
ing or reargument thereon, preferably rehearing. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al.; No. 16558, Leggett & Platt Spring Bed & Many. 
facturing Co. et al. vs. Santa Fe et al.; and No. 17555, Crescent 
Bed Co. vs. Rock Island et al. Defendants petition for modifica. 
tion of orders to the extent of providing that where minimum 
weight of 12,000 pounds has been prescribed in these various 
cases that same be subject to rule 34 of the Consolidated Clas. 
sification. 

No. 18925, King-Haase Furniture Co. et al. vs. Ann Arbor 
et al. Complainant’s petition for a rehearing therein. 

I. and S. 2942, oyster shells to, from, and between southern 
and southwestern points. Louisville & Nashville, for itself anq 
on behalf of all other respondents in Southern territory, peti. 
tion for reopening and reconsideration of above-entitled pro. 
ceeding and modification of order entered therein on December 
5, 1927. 

No. 13569 and related cases, Southeastern Sugar Investiga- 
tion. Trunk Line defendants and respondents petition for post- 
ponement of effective date of Commission’s order therein. 

No. 18551, Armour Grain Co. vs. Milwaukee et al. Soo Line 
petitions for reconsideration of payment by it to complainant 
of $310 to cover alleged overcharge on demurrage. 

I. and S. 2913, rules for constructing rates on sand and 
gravel from and to points on Southern railway and connecting 
lines. Protestant, Allen Gravel Co. files amended petition for 
modification of the Commission’s report. 





COMMISSION ORDERS 


No. 17958, Camp Manufacturing Co. et al. vs. Carolina West- 
ern et al. Petition of defendant Atlantic Coast Line in so far 
as it requests postponement of effective date of order has been 
denied. 

No. 20237, Johnson-Randall Co. et al. vs. Ann Arbor et al. 
The Marinette Industrial Board permitted to intervene. 

No. 20176, The York Haven Paper Co. vs. Pennsylvania. 
The Baltimore & Ohio, and Western Maryland permitted to in- 
tervene therein. 

No. 20254, Publishers’ Assn. of New York City et al. vs. 
Bangor & Aroostook et al. The Spanish River Pulp & Paper 
Mills, Ltd.; Ste. Anne. Paper Co., Ltd.; the G. H. Mead (Co. 
and Abitibi Power & Paper Co., Ltd., permitted to intereven. 

No. 20462, the Colonial Salt Co. et al. vs. Abilene & South- 
ern et al. Myles Salt Co., Ltd., permitted to intervene. 

No. 16336, in the matter of rates on fertilizer and fertilizer 
materials, and articles taking the same rates, intrastate within 
the state of Alabama. The effective date of the order entered 
in this proceeding under date of October 3, 1927, and as 
amended under date of December 22, 1927, has been postponed 
to March 1, 1928. 

No. 20149, Clay Products Traffic Assn. of St. Louis Dis- 
trict vs. Akron, Canton & Youngstown et al. General Chemical 
Company permitted to intervene. 

I. and S. No. 2942, oyster shells to, from, and between 
southern and southwestern points. The effective date of the 
order entered in this proceeding under date of December 5, 
1927, has been postponed to April 1, 1928. 


TRANSMISSION OF INTELLIGENCE BILLS 

Representative McDuffie, of Alabama, has introduced H. R. 
9841, a bill to amend sub-section 5 of section 1 of the interstate 
commerce act so as to declare that a just and reasonable charge 
for transmission of intelligence by wire or wireless is “a charge 
which is justly and reasonably related to other just and rea- 
sonable charges for a similar service performed under similar 
conditions.” 

Representative Berger, of Wisconsin, has introduced H. R. 
9845, a bill to condemn and acquire for government ownership 
and operation the telegraph and telephone lines engaged in 
interstate commerce. 


INVESTIGATION OF WIRE RATES 
Senator Blease, of South Carolina, has offered in the Senate 
a resolution (S. Res. 114) requesting the Senate interstate com: 
merce committee to investigate all the rates, tolls, and tariffs 
of each and every telephone, telegraph and cable company el 
gaged in interstate business in the United States, and to report 
to the Senate its findings. 


CHANGE IN DOCKET 


Argument in No. 19243, Hallsboro Mfg. Co. vs. Sou. Ry. et 
al., assigned for January 24, at Washington, D. C., was canceled. 
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LAMP CHIMNEY RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner A. E. Later, in No. 20116, 
Shreveport (La.) Chamber of Commerce et al. vs. Houston & 
Shreveport et al., as to rate of $1.535 imposed on a carload of 
lamp chimneys shipped from Shreveport, La., to El Paso, Tex., 
in July, 1924. The shipment was marked for export and a rate 
of $1.155 was prepaid. The shipment was not exported and 
charges were raised to the applicable third class rate of $1.535. 
At the time there was a rate of $1.11 from Shreveport to El Paso 
over another route. The defendants, the examiner said, admitted 
the unreasonableness of the rate to the extent it exceeded $1.11. 


WIRE ROPE RATES 


A finding of unreasonableness for the future and an order 
prescribing new rates on wire rope from Williamsport, Pa., to 
Tulsa and other points in Oklahoma, have been recommended 
by Examiner William A. Maidens in No. 18312, Tulsa (Okla.) 
Traffic Association et al. vs. Santa Fe et al. Maidens said the 
rates should be found not unreasonable in the past but unrea- 
sonable for the future to the extent they may exceed those pre- 
scribed in Consolidated Southwestern Cases, 123 I. C. C. 208. 


RATES ON BRASS, ETC. 


Examiner E. P. Hurley has recommended the dismissal of 
No. 19014, Baltimore Tube Company, Inc., vs. B. & O. et al., on 
a finding that the rates on brass, bronze and copper articles, from 
Baltimore, Md., to destinations in Official Classification terri- 
tory have not been shown to be unreasonable or unduly preju- 
dicial. The rates were alleged to be unduly preferential of 
competitors at Chicago, Ill., Detriot, Mich., and other points, as 
well as unreasonable. 


OLD WOODEN BARREL RATES 


Examiner Harris Fleming has advised the Commission to 
dismiss No. 19585, Liberty Cooperage & Lumber Company vs. 
Pennsylvania et al., on a finding that the rates applicable to 
old, empty, second-hand, tight wooden barrels, in carloads, from 
St. Louis, Mo., and from several producing points in Kentucky 
to various points in Official Classification territory were not and 
are not unreasonable, unjustly discriminatory or unduly prej- 
udicial. This report also covers a sub-number, Same vs. Penn- 
sylvania et al. 


STEAM COOKER RATE 


Examiner John Davey has recommended the dismissal of 
No. 19923, Northwestern Steel & Iron Works vs. Santa Fe et al., 
on a finding that the rate on steam cookers, in carloads, from 
Eau Claire, Wis., to San Francisco, Calif., are not unreasonable. 


GRAVEL RATE CONDEMNED 


In a report on No. 19770, Olean Sand & Gravel Corporation 
vs. Buffalo & Susquehanna et al., Examiner F. D. Binkley says 
the Commission should find that two carloads of gravel from 
Machias, N. Y., to Wellsboro Junction, Pa., shipped in 1924, were 
misrouted by the Pennsylvania and that the combination rate 
charged on other shipments was unreasonable to the extent it 
exceeded, exceeds, or may exceed $2.25 per net ton. He said 
that that rate should be ordered for the future and reparation 
awarded. 





SLAG FROM ALABAMA CITY, ALA. 


Examiner John Davey, in No. 19824, Luke Sims et al. vs. 
Southern et al., has recommended that the Commission find 
inapplicable the rates charged on slag, from Alabama City, Ala., 
to Ellijay, Ga., in 1925 and 1926, and direct the refund of over- 
charges. In addition, he said, the Commission should find the 
rates between the points mentioned unreasonable, award rep- 
aration and waive the collection of undercharges. The rates, 
Davey said, should be found unreasonable to the extent they 
exceeded $1.62 per net ton, the subsequently established rate. 
The complainants sought a rate of $1.45 for reparation purposes, 
that being the rate made effective October 1,.1927, after the 
Commission’s decision in, Rates on Chert, Sand, and Gravel, 
122.7, ©. @.. 138. 


LUMBER RATE UNREASONABLE 
Examiner Philip S. Peyser, in No. 20005, Joseph W. Cottrell 
Lumber Co. vs. B. & O. et al., said the Commission should find 
unreasonable the rates on lumber, from Snider and Albright, 
W. Va., to Antram, Pa., to the extent they exceeded $4.16 per 
het ton and award reparation... He said the rates should be 
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found not unduly prejudicial. He said the complainant was not 
interested in any rate for the future. 


NECESSITY FOR LINE NOT SHOWN 


In a proposed report in finance No. 6400, proposed operation 
of. line by Northside Belt Railway Co., Examiner Thomas F. 
Sullivan recommends that the Commission deny the application 
of the carrier named for a certificate of convenience and neces- 
sity permitting it to operate a line of railroad something more 
than five miles long in Harris county, Texas, near Houston. 
The road connects with the Houston Municipal & Harbor Belt 
and was constructed to serve the plants of the American Pe- 
troleum Company and the Galena Signal Oil Company of Texas. 
It was built without a certificate. The federal court refused 
to enjoin its construction. 

Opposition to the grant of a certificate was voiced by the 
Texas & New Orleans. An intervention was filed in the case 
by the Waco, Beaumont, Trinity & Sabine for the protection 
of its interests in the event of developments indicating a purpose 
to construct a line from the eastern terminus of the applicant’s 
line to Port Arthur, Tex. 

According to Sullivan, the money was furnished by J. S. 
Cullinan and the line was to be operated by the American 
Petroleum Company. That, Sullivan said, would be in violation 
of the commodities clause. He said that, while the applicant 
said it desired to operate the line, in fact, the operation would 
be by the American Petroleum Company, which would, there- 
fore, be in a position to trade with connecting carriers serving 
Houston for a division of rates on its own traffic, thereby im- 
posing an unjust and unreasonable burden on interstate com- 
merce. 

“It is apparent,” says Sullivan, “that the main purpose in 
view in constructing the applicant’s line was to furnish a plant 
facility for the American Petroleum Company and the Galena 
company and to enable those companies to secure preferential 
rates on their traffic. That there is no present necessity for 
the line is clear, and that there will be necessity for it in the 
future is doubtful. The Texas & New Orleans could easily serve 
the plant of the American Petroleum Company were it per- 
mitted to do so. The Galena company is now served by that 
carrier and up to the present time the service has been sat- 
isfactory.” 


HOCH-SMITH GRAIN HEARING 


Representatives of the northwestern carriers who testified 
this week at the hearing in docket 17000, part 7, grain and grain 
products in the western district, which is being conducted at 
Chicago before Commissioner Meyer and Examiners Mackley 
and Hall, asked that the present practices applying to the grain 
traffic in their territory be allowed to stand. Testimony has 
been put in by the Great Northern, Northern Pacific, and Soo 
Line. In general, they asked that present rates be allowed to 
stand, that no changes be made in their transit practices, and 
committed themselves to a policy, where practicable, of break- 
ing the rates on their terminals. Their proposals included a 
request for increases in the present Minnesota rates, which, they 
contend, are excessively low, to the level of the scale introduced 
in I. and S. 2469, in 1925. They asked that that scale be applied 
to all the rates in Minnesota and the Dakotas, where there 
are now rates on a lower level. 

Their proposals, according to exhibits submitted, will not 
increase any rates into either of the two terminals, Duluth or 
Minneapolis, from points more distant than five hundred miles. 
The maximum increases suggested were 5% cents on traffic 
from the Red River Valley, in North Dakota, via the Northern 
Pacific, to Minneapolis. The Northern Pacific proposals, from 
its stations in that territory, represented increases of only 4 
cents to Duluth. 

The first carrier testimony was presented January 20 by 
six Nebraska farmers and one banker, to refute testimony with 
regard to the present state of the agricultural industry. The 
witnesses presented their views of conditions prevailing in their 
respective communities, gave the details of personal operations 
in recent years, and facts illustrative of general conditions pre- 
vailing within the industry. The gist of it was that conditions 
had improved materially since 1924, and that they had been 
making money. The function of management and the use of 
improved methods were stressed as essential to the successful 
conduct of farming operations. All said they had either made 
money, or, at the worst, not lost any, in the period of depression 
prior to 1924. Ill-advised purchases and land speculations in 
the war period were said to have been the cause of a great 
many of the difficulties in the industry. The testimony was 
by A. J.. Schneider, president, Plattsmouth (Neb.) State Bank, ° 
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and the following farmers: Dan O’Bannon, Alliance; Martin 
Dimery, Sidney; W. T. Young, Kimball; C. N. Wright, Scotts 
Bluff; E. S. Lomax, Broken Bow, and C. B. Noyes, Douglas 
county, Neb. 

P. B. Beidelman, assistant general freight agent, Great 
Northern, said his line was suggesting no changes of impor- 
tance other than those in I. and S. 2469, on which the Commis- 
sion had acted adversely late in 1925, but which it had said 
would be considered in connection with the Hoch-Smith inves- 
tigation. He said his line wanted to continue charging for 
transit as at present and the breaking of rates on the markets. 
He gave a history of the application of transit on the Great 
Northern and discussed the reasons for past and present prac- 
tices. The application of the 2469 scale to his line, according 
to his exhibits, involved increases up to 3% cents. With regard 
to the adjustment to Duluth and Minneapolis, he said there were 
a few departures from the present competitive relationships 
amounting to from % cent to 1% cents, but that, where Duluth 
got the advantage in one instance, Minneapolis received it 
in another. It was his opinion that such readjustments about 
balanced each other. They were made, in every instance, he 
said, for the purpose of bringing the rates more closely in line 
with the mileage requirements. 

J. G. Morrison, general freight agent, Northern Pacific, put 
in the proposals of that line. The only important modification 
of present rates included in his proposals, other than the ap- 
plication of the 2469 scale to Minnesota and the eastern half 
of North Dakota, was the placing of the Montana territory east 
of Billings on the Minneapolis combination to St. Louis. 

The proposals of the Soo Line were introduced by E. F. 
Rice, assistant general freight agent. He directed attention to 
the fact that, under the present adjustment, different levels of 
rates applied from the various branches of the Soo Line in 
North Dakota to Minneapolis and Duluth. He cited numerous 
points approximately equal distances from one or the other 
of the markets where the rates varied from one to four cents. 
The application of the 2649 scale, he said, would correct that 
and would give the roads something like the revenue they 
needed. 

The excessively low level of rates, as contended by the 
witnesses, was explained as being due to rates established 
within Minnesota by the Minnesota commission and competition 
of the Canadian routes. Cross-examination was largely con- 
cerned with developing practices of the various lines with re- 
spect to transit and out-of-line haul. It was the position of all 
three witnesses that the additional service involved in the ex- 
tension of any transit privilege was sufficient evidence of the 
fairness of a charge for it. Each instance where it was pointed 
out that transit or out-of-line haul was accorded with no charge 
was explained in terms of competition with other lines. 

Examiner Mackley asked a good many questions as to why 
there should be a charge for such services, generally, in the 
northwest, when they were generally granted in the southwest 
and other territories with no additional charge. He was unable 
to obtain anything more definite than the general statement 
that carrier competition compelled it in the one section and did 
not in the other. 

Testimony dealing with operating conditions in the ter- 
ritory and the handling of the grain traffic, as against other 
classes of traffic, was introduced by A. L. Bergfeld, superin- 
tendent of transportation, Great Northern, and F. M. Gates, 
superintendent of car service, Soo Lone. The uncertainty of 
the grain movement, necessity for storing cars in advance of 
the peak, and other special services were cited in support of 
the contention that it was a relatively expensive traffic, from 
the carrier point of view. In that connection figures introduced 
by Mr. Bergfeld represented that, in 1927, the storing of cars 
in the grain territory on his line had resulted in the accumula- 
tion of 596,083 idle car-days. Both witnesses developed that 
there was a large variation in the relative number of cars ter- 
minating their haul at Duluth and Minneapolis, from year to 
year, which necessitated preparing for the maximum at each 
point, and other similar transportation wastes. 

E. P. Turnburke, general auditor, Great Northern, put in a 
series of exhibits on the subject of costs and related matters, a 
good many of which were directed to the refutation of studies 
introduced by L. R. Bitney, statistician for the Minnesota com- 
mission, who testified in December. Bitney, among other things, 
introduced a scale of rates purporting to represent unit costs 
in the four states of Montana, Minnesota, Wisconsin, and North 
Dakota. Mr. Turnburke said proper corrections and additions 
would increase Bitney’s costs approximately 31 per cent. Two 
of the additions, in that connection, which should be made, he 
said, were the inclusion of passenger costs and branch 
line operations, both of which had been left out of 
Bitney’s calculations. The former would increase the scale 
introduced by Bitney 12.75 per cent, he said, and the latter in 
excess of 8 per cent. With reference to the low rates applying 
on Canadian lines, he called attention to the fact that the tax 
accruals on all Canadian lines, amounting to 40,352 miles, were 
$8,997,071 in 1927, as against $9,801,946 accruing against 8,242 
miles of the Great Northern. He further gave the details of 
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large annual deficits accruing to the Canadian lines. If the 
Bitney costs were properly corrected, he said, they would show 
that the present grain rates in the northwest were below the 
minimum necessary to give an adequate return on investment, 


HOCH-SMITH CHALLENGE CASE 


The three-judge court, convened in the southern district of 
California, San Francisco, in No. 1987, Ann Arbor et al. yg, 
United States et al., has denied the application of the carriers 
for an injunction forbidding the Commission to enforce its 
order in No. 19130, California Growers’ & Shippers’ Protective 
League vs. Southern Pacific et al. That is the case in which the 
Commission, on the authority of the Hoch-Smith resolution, 
ordered a reduction in the rates on deciduous fruits, other than 
apples, from California to eastern destinations. 

Asserting that the rates ordered were so low as to compel 
them, if they obeyed, to furnish service at less than cost plus a 
return, the carriers asked for an injunction to prevent the tak- 
ing of their property without due process of law. They specific. 
ally challenged the authority of the Commission to order such 
rates, under the Hoch-Smith resolution. 

The Commission has denied an application of the carriers 
for a 30-day postponement of the effective date of its order in 
that case, which is February 10. They plan to carry the case to 
the Supreme Court of the United States. Their request for a 
postponement of the effective date was made so as to enable 
them to take their appeal without incurring the expense of filing 
the tariffs necessary to bring the reduced rates into operation. 
They hope to have the case brought up for final judgment at 
the March term of the Supreme Court. 

The court, in an opinion, gave reasons for denying the 
injunction so that when the case reaches the highest court the 
latter will not be hampered, as it has been frequently, in the 
past two or three years, through the failure of the lower court 
to assign reasons for action taken. 

Following is the decision of the California district court: 


The interstate Commerce Commission reduced the rate on trans- 
continental shipments of deciduous fruits from California to certain 
eastern points from $1.75 to $1.60, and to certain other eastern points 
from $1.62 to $1.50 per one hundred pounds. The present suit was 
instituted by the large number of railroads affected by the reduction 
to set aside the order of the Commission and to suspend its opera- 
tion during the pendency of the suit. The application for a temporary 
injunction is based largely on the testimony taken before the Com- 
mission and on the report made by the Commission. We have given 
careful consideration to the record and to the exhaustive arguments 
submitted on the application for the temporary injunction, and will 
pen ourselves at this time with a mere statement of our con- 
clusions. 

First, the contention that the reduced rate will compel the car- 
riers to transport this class of freight at a loss, or without sub- 
stantial reward, is without support in the record. Second, the con- 
tention that the carriers are entitled to receive what would be deemed 
a fair return on this class of freight, independently of their other 
oo and independently of any other consideration, is unfounded 
in law. 

“The legislature, undoubtedly, has a wide range of discretion in 
the exercise of the power to prescribe reasonable charges, and it is 
not bound to fix uniform rates for all commodities or to secure the 
same percentage of profit on every sort of business. There are many 
factors to be considered—differences in the articles transported, the 
care required, the risk assumed, the value of the service, and it is 
obviously important that there should be reasonable adjustments and 
classifications. Nor is its authority hampered by the necessity of es- 
tablishing such minute distinctions that the effective exercise of the 
rate-making power becomes impossible. It is not bound to prescribe 
separate rates for every individual service performed, but it may 
group services by fixing rates for classes of traffic. As repeatedly 
observed, we do not sit as a revisory board to substitute our judg- 
ment for that of the legislature, or its administrative agent, as to 
matters within its province. * * * The court, therefore, is not called 
upon to concern itself with mere details of a schedule, or to review 
a particular tariff or schedule which yields substantial compensation 
for the services it embraces, when the profitableness of the intra- 
state business as a whole is not involved.’’—Nor. Pac. Ry. vs. North 
Dakota, 236 U. S. 585-98. 

Third, the Commission was authorized to reduce rates on the 
products of agriculture before completing the thorough investigation of 
the rate structure of common carriers, subject to the interstate com- 
merce act, as directed by the joint resolution of January 30, 1925, 
43 Stat. 801, and did not otherwise misconstrue the terms of that 
resolution which are in a large measure directory. The application 
for a temporary injunction is therefore denied. 


EASTERN NEWSPRINT RATES 


Assault upon eastern newsprint rates, interstate, and like 
rates intrastate within New York, as unreasonable, and other- 
wise unlawful has been opened by the International Paper Com- 
pany, Canadian International Paper Company, the St. Regis 
Paper Company, Harrisville Paper Corporation and the Algon- 
quin Paper Company. Six petitions asking for reasonable rates 
have been sent to the federal commission and the New York 
commission, four to the former and two to the latter. 

In International Paper Company vs. Baltimore & Ohio et 
al. the complaint is against the rates from Livermore Falls, Me. 
Berlin, N. H., Franklin, N. H., Turners Falls, Mass., and Wilder, 
Vt., to destinations in Trunk Line territory. 

In International Paper Company vs. Same, the assault is 
upon rates from Corinth, Canton and Chateaugay, N. Y., to des- 
tinations in Trunk Line and New England states, including 
points in New York over interstate routes. 
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In Canadian International Paper Company vs. Baltimore & 
Ohio et al., the attack is upon rates from Three Rivers and 
Gatineau, Que., to Trunk Line and New England states. The 
complaint alleges undue preference for competitors in New 
York and Maine. 

In St. Regis Paper Company et al. vs. Same et al., the attack is 
upon rates from Norwood, Deferiet, Carthage, Norfolk and Ray- 
mondville, N. Y., as one group of origin points; from Harris- 
ville, N. ¥., as another; and Ogdensburg,, N. Y., as a third, to 
destinations in New England and Trunk Line territories. 

The complaint of the International Paper Company vs. Bos- 
ton & Albany et al. is against rates from Corinth, Canton and 
Chateaugay, N. Y., to New York destinations. In the other at- 
tack upon intrastate rates, St. Regis Paper Company et al. vs. 
Boston & Albany et al., the points of origin are Harrisville, 
Ogdensburg, Norwood, Deferiet, Carthage, Norfolk and Ray- 
mondville, N. Y. The two complaints against New York state 
rates allege violation of section 26 of the New York statute, 
forbidding unjust and unreasonable rates. 


CONSOLIDATED SOUTHWESTERN CASES 


Western Trunk Line carriers have added their support to 
the allegations, contentions, and prayers of the southwestern 
carriers’ petition for reconsideration and modification of the 
report and orders in these cases. They assert that the Western 
Trunk Line rates, in the language of the Commission in Ex 
Parte 87, Revenues in Western District, 113 I. C. C. 3, are “on 
a materially lower level than rates in other sections of the west” 
and that therefore the reductions threatened by the report and 
orders in these cases are unjust and unjustified. They assert 
that the compilation contained in the petition of the south- 
western lines demonstrates the financial injury aimed at the 
Western Trunk Lines. Particularly they call attention to the 
reductions that will be made in the rates on potatoes from 
St. Paul and Duluth, Minn., to typical points in the southwest. 
From St. Paul they will range from one cent to Topeka, Kan., 
to 32 cents to San Antonio, Tex.; from Duluth the reductions 
range from two cents to Tulsa, Okla., to 37.5 cents to Dallas, 
Tex. 

In the same way the petitioning Western Trunk Line car- 
riers show the slashes that will result in a long list of com- 
modities beginning with agricultural implements and ending 
with well-boring outfits. 

Further they assert that rates to and from Kansas City, 
Mo., were not in issue except as being unduly preferential, and 
that neither the pleadings nor the testimony can justify the 
reductions ordered. They also assert that the establishment of 
joint through rates between the east and south and Western 
Trunk Line territory is prejudicial to pending proceedings, arbi- 
trary, and beyond any issue presented in the proceedings. They 
further declare that in transplanting or initiating commodity 
rates in Western Trunk Line territory the Commission imposes 
on the petitioning carriers a system of rates condemned else- 
where; that an analysis of the class scales shows them to be 
prejudicial to Western Trunk Lines’ needs and proposals; that 
the rate of return of the Western Trunk Lines is the lowest in 
the country, and contrary to the public interest to impair their 
revenue. Their prayer is for the following: 


1, That the Commission will reconsider the report and orders 
herein and will so modify them as to have them conform to the 
issues and the record (a) by authorizing and requiring such ad- 
vances in rates as may be necessary to remove the undue preferences 
and prejudices alleged in the pleadings and found to exist; (b) by 
vacating all requirements that rates to, from or within Kansas or 
other parts of Western Trunk Line territory shall be reduced; (c) 
by vacating the requirement of joint overhead rates to or from 
Kansas and other parts of Western Trunk Line territory on the one 
hand and the east and south on the other, even though the Com- 
mission find the existing rates should be advanced to remove undue 
preference and prejudice; and (d) by granting such other relief as 
these petitioners may be found to be entitled to. 

2. That, if necessary for consideration of this petition, the Com- 
mission modify its orders either by postponing their effective date 
or by reducing the period for filing tariffs. 

The Chattanooga Manufacturers’ Association has asked for 
permission to intervene in the Consolidated Southwestern Cases, 
on account of its interest in the class rates and the rates on 
furniture from points in southern classification territory to 
southwestern territory. 

The East Side Manufacturers’ Association, of St. Louis, Mo., 
has petitioned for reconsideration and modification of the Com- 
mission’s order in Consolidated Southwestern Cases in so far 
a8 rates on iron and steel articles are concerned. 

Scrap Steel Consumers and Shippers Conference, of St. 
Louis, has asked for modification and amendment of the order 
i so far as rates on scrap iron and steel are concerned. 

The Arkansas Packing Corporation, the Ozark Canners’ 
Association, Pet Milk Company, Carnation Milk Products Com- 
pany, Continental Can Company and United States Can Com- 
Pany ask rehearing and reconsideration with respect to rates 
Prescribed for tin cans, carloads, from St. Louis and points in 
defined territories to destinations in the Southwest. 

The American Paper Stock Company, the Alamo Paper 
Stock Company, Phillip Paper Company, Capitol Paper Stock 
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Company, Wichita Falls Paper Stock Company, Sunbright Man- 
ufacturing Company, and Houston Paper Stock Company ask 
reconsideration and modification of the order in so far as it 
relates to and fixes rates on waste paper, to, from and between 
points in Texas, and other points in the United States. 

Complainants in No. 14880 in replies to petition of the 
Amarillo (Tex.) Board of City Development for reconsideration 
and modification of the Commission’s order in the Consolidated 
Southwestern Cases and to petition of the Chamber of Com- 
merce of Kansas City, Mo., and others, for reopening and/or 
rehearing, reconsideration and mocification of the Commission’s 
decision and order, say both petitions should be denied. 

The Welch Grape Juice Company and United Grape Prod- 
ucts, Inc., have asked for leave to intervene and for modifica- 
tion of the order and/or for further hearing in respect of rates 
on canned goods and grape juice. They contend that grape 
juice, jams, jellies, preserves and table sauces should be placed 
with the basic canned goods commodity description. 

The Bonhomie & Hattiesburg Southern has asked the Com- 
mission to modify its order in these cases so as to permit of 
special rate treatment for this line. A similar petition has been 
filed by the Smithonia & Dunlap Railroad Company. 


PULLMAN PORTER TIPS 
The Trafic World Washington Bureau 


Arguments to the entire bench of the Commission on the 
motion of the Pullman Co. to dismiss No. 20007, Brotherhood of 
Sleeping Car Porters vs. The Pullman Co., on the ground that 
the Commission was without jurisdiction, were notable in one 
particular, at least. The attorneys did not cite any of the large 
number of cases that usually mark a jurisdictional discussion. 
The arguments were made by George Kelly and L. M. Walter 
for the sleeping car company and by H. F. Hunt, one time mem- 
ber of the abolished Railroad Labor Board. 

The Pullman lawyers treated the complaint as a device for 
getting the Commission into a wage case with a view to having 
the pay of the porters raised. Mr. Walter said it was a subter- 
fuge and that for the Commission to do what the complaint asked 
it to do, namely, to order the Pullman Co. to forbid its porters to 
take tips, would be more distasteful to the porters than anything 
that could be done. 

Mr. Kelly directed attention to the fact that in 1920 Con- 
gress voted down amendments to the transportation act intended 
to give the Commission control over both rates to be paid by the 
shipper and wages to be paid and working conditions to be 
observed by common carriers. He suggested that fact by way 
of showing that certainly Congress did not intend the rate body 
to have jurisdiction over wage disputes. 

“There is no showing,” said Mr. Kelly, “that the defendant 
exacts or receives these tips.” He contended that there was 
no allegation that the company discriminated between passeng- 
ers who tipped and passengers who did not. Mr. Eastman was 
inclined to think that there was. Mr. Kelly said the language 
of the complaint was that the porters by reason of the tips 
were “prone” to discriminate between passengers. Mr. Eastman 
wanted to know whether that was not a quibble about words. 

“Isn’t the serious thing in this complaint the allegation 
that you capitalize the amount of the tips, $7,200,000 a year, and 
pay wages to the porters with that fact in mind?” asked Chair- 
man Campbell. 

If Mr. Kelly deemed that a significant point he did not 
indicate it by any extended argument on it, contenting himself 
by saying that the porters probably took that into considera- 
tion, as well as other things, such as free transportation under 
certain conditions, participation in death benefits and things of 
that sort in taking employment. He treated the tipping custom 
as almost immemorial, and that brought up the question as to 
whether it had not been stopped in some places. Mr. Kelly said 
he did not know of the places where it had been stopped but Com- 
missioners Eastman, Woodlock and Brainerd indicated that they 
knew of such places, clubs and so forth. Mr. Kelly said that a 
dozen or more states, several years ago, had enacted anti-tipping 
statutes but said that all such acts had been repealed because 
they were not enforced, Mississippi being the last to do so. 

A half dozen time or more Commission Aitchison tried to 
confine the argument to the question of jurisdiction but he did 
not succeed. The discussion wandered to the merits of the 
proposition, the excursions of that sort, by attorneys for the 
Pullman Co., being to support their proposition that the porters, 
if they had any cause for complaint about compensation and 
conditions of service, were bound to go to the board created 
by the latest legislation on the subject of disputes about wages 
or working conditions. 

On the point of discrimination between passengers by rea- 
son of the payment of tips, Mr. Walter called attention to the 
fact that tips were paid at the end and not at the beginning of 
journeys to suggest that if there were discriminations they were 
caused by something other than tips. But even so, he said, it 
was not contended that the discrimination was the work of 
the company. He warned the Commission not to be dragged 
into a wage dispute by “crafty labor organizers.” 
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Mr. Hunt contended that the general instructions to port- 
ers carried in the book of rules and regulations of the company 
show that it purported to pay the porters for certain services 
and that they were to look to the public for the pay for other 
services. He said the practice of the Pullman Co. was unlawful, 
against public policy, and destroyed the equality required by the 
interstate commerce act. 

Answering a question by Commissioner Eastman, Mr. Hunt 
said the porters were invoking the power of the Commission to 
inquire into the management of common carriers. 

In answer to a question by Commissioner Aitchison as to 
what sort of order was desired, Mr. Hunt said he had not 
studied the forms of orders but he suggested an order forbid- 
ding the porters and other employes to receive tips or payments 
for services. He said the paying of tips to the negro popula- 
tion had a bad effect on the whites. 

Mr. Walter said the Commission had no roving commission 
to go out to find things to be cured, evils to be removed, or to 
create a public policy. Mr. Eastman called attention to the 
report the Commission made in its investigation of the employ- 
ment of contract labor by the Pittsburgh & Lake Erie. Mr. Wal- 
ter said there was no contention that the Commission could not 
make a general inquiry into the management of the Pullman 
Co. but not under section 15a, the section upon which the P. 
& L. E. inquiry, in which no order was issued, was founded. 


MAIL PAY ARGUMENTS 
The Trafic World Washington Bureau 


Arguments for and against an increase in railway mail pay 
for the railroads of the country, estimated at $37,000,000, have 
been made to the Commission in No. 9200, the railway mail case, 
by Fred H. Wood for the railroads generally, by Charles H. 
Blatchford for the New England roads, Moultrie Hitt for the 
short lines and Joseph T. Stewart for the Post Office Depart- 
ment. The government, in the course of the case, presented 
a new method for calculating the pay, on the space basis that 
had been in use since 1919, which, it was estimated, would 
not give the railroads much increase. 

Technically, the proceeding is a reexamination of the case 
in which the Commission made its decision in 1919, 56 I. C. C. 
1. The railroads applied for the increase in the spring of 1925 
and they want the new rates, if any, to date from the day of 
the filing of the petition for reexamination. But one general 
increase has been made in the mail pay since 1919. The Com- 
mission, in 1923, permitted an increase of 25 per cent, applicable 
retroactively. The validity of the retroactive application of 
the rates then allowed was questioned by the Post Office Depart- 
ment, but the action of the Commission has been upheld. 

The New England carriers, broadly speaking, have rates 35 
per cent higher than Class I carriers in other parts of the 
country. The Class I carriers, generally, ask for an increase 
of 40 per cent. The New England carriers, according to Mr. 
Blatchford, will need an increase of 48.09 per cent to cover the 
cost of service plus a fair return. The short lines are treated, 
not as a unit, but as individuals or groups, with rates higher 
than the standard lines. The division of the carriers in this 
case was, 148 Class I lines and 13 of their subsidiaries into one 
group, 11 New England lines, and 195 short lines, of which 173 
were represented by the American Short Line Railway Associa- 
tion. 

At present units of space in railroad cars which the Post 
Office Department may order are 8 feet, 7 feet, 15 feet, 30 feet, 
and 60 feet. The Post Office Department asked for the creation 
of 3-foot units up to and including 21 feet. The railroads and 
the Post Office Department were at their widest disagreement, 
seemingly, in the method to be used in allocating the unoccupied 
space in computations undertaken to ascertain the cost of per- 
forming the service. By making a large number of 3-foot units 
the Post Office Department would be able to order cars without 
having to pay for so much unused space as at present. The 
railroads assert that by the substitution of space for weight in 
determining the amount of pay the government has been able 
to obtain the transportation of a much larger volume of mail 
matter without such an increase in pay as would cover, ade- 
quately, the increases in the cost of handling the larger volume. 
They did not, however, advocate return to the old weight basis. 
Both sides agreed that the space basis should be continued. 

Among the allegations brought out on the side of the rail- 
roads was that although the postal revenue in 1926 was 200 per 
cent of the revenue in 1917, and the ton-miles of mail carried 
had increased to 192 per cent, the mail revenue to the carriers 
had increased only from $74,165,246 in 1917 to $96,326,466 in 1926. 

In behalf of the Post Office Department, Mr. Stewart sug- 
gested a reduction in railway mail pay rather than an increase, 
on the ground that the carriers were receiving a return of more 
than 5.75 per cent on the value of the property devoted to the 
mail service. He said they were earning 6.18 per cent. In 
the eastern district he said the carriers were earning 5.37 per 
cent, in the southern district 9.96 per cent, in the central dis- 
trict, 5.93 per cent but a deficit in the mountain-Pacific. He 
urged that a distinction be made in mail rates between roads 
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not earning a fair return and others and also between the roads 
in groups, based upon the amount of the return on the value of 
the property devoted to the mail service. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 14 
totaled 906,734 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. This was an increase of 152,672 cars above the preceding 
week, which included the New Year holiday, with increases be. 
ing reported in the total loading of all commodities. The total 
for the week ended January 14 was, however, a decrease of 
35,997 cars under the same week in 1927 and a decrease of 
25,001 cars compared with the corresponding week two years 
ago. 

Revenue freight loading the week ended January 14 and 
for the corresponding week in 1927, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 6,521 and 8,417; live 
stock, 3,047 and 2,831; coal, 43,764 and 55,902; coke, 2,358 and 3,021; 
forest products, 5,036 and 6,339; ore, 1,297 and 1,118: merchandise, 

Cc. L., 62,743 and 61,692; miscellaneous, 76,315 and 75,564; total, 
1928, 201, 081; 1927, 214, 884; 1926, 211,255. 

‘Allegheny district: Grain ‘and grain products, 3,280 and 3,757; 
live stock, 2,232 and 2,430; coal, 44,725 and 57,872; coke, 5,244 and 
5,688; forest Products, 2, 697 and 3, 201; ore, 2,001 and 1, 513; merchan- 
dise, 449 and 49,843; miscellaneous, 69,953 and 65, 668; total, 
1928, 180,581; 1927, 189,972; 1926, 186,347. 

Pocahontas district: Grain and grain products, 235 and 240; live 
stock, 85 and 64; coal, 39,264 and 43,771; coke, 478 and 510; = 
products, 1,407 and 1,467; ore, 125 and 104; merchandise, L. C. 
7,106 and 6,549; miscellaneous, 5,240 and 5,706; total, 1928, 53, 940: 
1927, 58,411; 1926, 56,740. 

Southern district: Grain and grain products, 4,085 and 3,866; live 
stock, 2,192 and 2,223; coal, 28,684 and 31,224; coke, 673 and 7156: forest 
products, 18,425 ‘and. 19, 616; ore, 1,315 and 1,073; merchandise, L. 
Cc. L., 39,702 and 39,808; miscellaneous, 49,985 and "50, 295; total, 1928, 
145, 061; 1927, 148,861; 1926, 143,2 

Northwestern district: Grain and grain products, 14,139 and 
9,711; live stock, 10,053 and 10,599; coal, 9,785 and 9,280; coke, 1,660 
and 1,340; forest products, 16,831 and 17,663; ore, 488 and 648; mer- 
chandise, L. C. L., 30,4381 and 30,462; miscellaneous, 30,585 and 29,395; 
total, 1938, 113, 972: 1927, 109,098; 1926, 114,006 

Central Western district: Grain and grain products, 14,418 and 
12,367; live stock, 11,858 and 12,072; coal, 17,900 and 22,060; coke, 374 
and 373; forest products, 7,643 and 7,933; ore, 3,419 and 3,722; mer- 
chandise, L. 714 and 32 2,941; miscellaneous, 48,851 and 51, 449; 
total, 1928, 13 “177 i357, 142,916; 1926, 166. 

Southwestern district: Grain and Poa products, 5,955 and 5,625; 
live stock, 2,919 and 2,789; coal, 7,102 and 8,331; coke, 282 and 244; 
forest products, 7,800 and 8,802; ore, 363 and 376; merchandise, i 
Cc. L., 16,795 and 16, 523; miscellaneous, 33,706 and 35, 899; total, 1928, 
74, 922’: 1927, 78,589; 1926, 78,952. 

Total, all roads: Grain and grain products, 48,633 and 43,983; live 
stock, 32,386 and 33,008; coal, 191,224 and 228, 440; coke, 11, 069 and 
iB 932; forest products, 59, 839 and 65,020; ore, 9, 008 and 8, 554; mer- 
chandise, L. C. L., 239,940 and 237, 818; miscellaneous, 314, 635 and 
313,976; total, 1928, 906,734; 1927, 942,731; 1926, 931,735. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Week ended January 7............ 754,062 933,890 907,622 
Week ended January 14............ 906,734 942,731 931,735 
I aden teoiiendvnsensccucinesios 1,660,796 1,876,621 1,839,357 


In the comparison of revenue freight loading for 1927 and 
the two preceding years, published in The Traffic World, Jan- 
uary 14, p. 92, the third column of figures, which were for the 
= 1925, should have been under the figures, “1925,” instead of 
“1926.” 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the preiod 
January 8-14, inclusive, was 424,291 cars, according to the car 
service division of the American Railway Association. The 
average daily shortage reported was 16 flat cars. The surplus 
was made up as follows: 


Box, 174,674; ventilated box, 753; auto and furniture, 32,553; total 
box, 207,980; flat, 13,133; gondola, 85,401; hopper, 76,086; total coal, 
161,487; coke, 1,415; S. D. stock, 20,772; D. D. stock, 2,887; refrigerator, 
14,576; tank, 426; miscellaneous, 1,615; total, 424,291. 


Canadian roads reported a surplus of 23,500 box, 500 auto 
and furniture, 1,125 flat, 200 gondola, 800 S. D. stock, 500 re- 
frigerator, and 200 miscellaneous cars. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on January 1 totaled 130,493, 
or 5.8 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the Americal 
Railway Association. This was a decrease of 2,996 cars under 
the number reported on December 15, at which time there were 
133,489, or 5.8 per cent. Freight cars in need of heavy repairs 
of January 1 totaled 94,434, or 4.2 per cent, a decrease of 4,123 
compared with December 15, while freight cars in need of light 
repair totaled 36,059, or 1.6 per cent, an increase of 1,127 com- 
pared with December 15. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






"S 


LOSS OF OR INJURY TO GOODS 


(Supreme Judicial Court of Massachusetts, Worcester.) A 
carrier of carload of perishable goods, as celery, shipped when 
freezing weather might reasonably be expected, is not liable at 
common law for failure to heat the car, there being no agree- 
ment therefor.—W. H. Blodget Co. vs. New York Cent. R. Co., 
159 N. E. Rep. 45. 

A carrier of a carload shipment of perishable goods, celery, in 
interstate commerce, is not liable for failure to heat car, the tar- 
iffon which they were shipped providing only for optional heating 
by the shipper, and no tariff provision for heating by carrier; 
the rights of the parties being fixed by the tariffs filed with 
the Interstate Commerce Commission, under interstate com- 
merce act, sec. 6, pars. 1, 7, as amended (49 USCA, sec. 6; U. S. 
Comp. St., sec. 8569), which cannot be varied by the parties 
under any pretext, as a prohibited preference would thereby be 
given, in view of section 1 (3), as amended (49 USCA, sec. 1; 
U. S. Comp. St., sec. 8563).—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 


(Appellate Court of Indiana, in Banc.) Where damage to 
carload of sugar was claimed because of alleged negligence in 
moving car, held, that plaintiff was not required to file any 
claim with carrier within six months after time of delivery of 
said property.—Erie R. Co. vs. C. Callahan Co., 159 N. E. Rep. 13. 

In action by plaintiff against carrier, where court made 
special finding that car loaded with sugar was delivered to 
carrier on September 11, 1920, and arrived on September 30, 
1920, and that reasonable time for transportation over route was 
five days, finding conclusions of law favorable to plaintiff held 
error, since failure to transport in reasonable time did not raise 
any presumption of negligence, which was fact to be established 
by proof and found by trial court.—lIbid. 

Action against carrier for negligence in moving car of sugar, 
where plaintiff had recovered for alleged partial loss from an- 
other carrier, held not barred, since settlement with other car- 
rier did not prejudice plaintiff’s rights; claims being predicated 
on different acts of negligence.—Ibid. 

(Kansas City Court of Appeals, Missouri.) Interstate ship- 
ments of goods are governed according to federal law.—Parsons 
vs. Chicago, B. & Q. R. Co., 300 S. W. Rep. 324. 

Mere fact that shipment of, poultry was delayed approxi- 
mately six or seven hours between point in Indiana and point 
near New York City was insufficient to make out prima facie 
case for jury of negligence on part of carrier, where no specific 
negligence was proved in connection with delay, though delay 
was not explained.—Ibid. 

Carrier impliedly assumes obligation to deliver poultry 
shipment within reasonable time, and such obligation is not 
increased by use of words “reasonable dispatch” in bill of lading. 
—Ibid. 

In order to show that delivery of interstate poultry shipment 
at destination was not made within reasonable time, shipper 
must adduce some proof of negligence on part of carrier in 
order to make prima facie case for jury.—Ibid. 

In shipper’s action against carrier for delay in poultry ship- 
ment, claim that parties by their method of dealing had agreed 
to make delivery within specified time was immaterial on ques- 
tion of carrier’s liability for unreasonable delay, as in conflict 
with provision of bill of lading for transportation “with reason- 
able dispatch.”—Ibid. 

Meaning of requirement for “reasonable dispatch” in bill 
of lading cannot be shown by any possible construction that 
parties have placed on contract by their course of dealing.—Ibid. 


CARRIAGE OF LIVE STOCK 


__ (Supreme Court of Colorado.) Shipper suing railroad for 
Violation of C. L., secs. 2997, 2998, requiring common carrier 
to transport live stock from initial point of shipment to des- 
Unation at average speed of not less than 10 miles an hour, to 
recover, was required only to make out a prima facie showing 
of damages, where railroad admitted violation of statute and 
justified it by alleging that statute was unconstitutional.—Free- 
man et al. vs. Boyer Bros., 261 Pac. Rep. 864. 

_ Burden was on railroad to establish defense when sued by 
Shipper, that C. L., secs. 2997, 2998, providing that common 
Carrier must transport live stock at average speed of not less 
than 10 miles an hour, was unconstitutional as concerns ship- 
ment involved because of difficulties of transportation.—Ibid. 

Trial court did not err in refusing to direct verdict for 
defendants if evidence on vital issue was in substantial conflict 
or tended to sustain plaintiff's contention.—Ibid. 





THE TRAFFIC WORLD 217 


I reviewing refusal of trial court to direct verdict for de- 
fendants, Supreme Court must view evidence in light most 
favorable to plaintiff and draw all inferences fairly deducible.— 
Ibid. 

Burden was upon defendants to show that refusal of trial 
court to direct verdict in their favor was prejudicial error.— 
Ibid. 

C. L., secs. 2997, 2998, requiring common carrier to trans- 
port live stock from initial point of shipment to destination at 
average speed at not less than 10 miles an hour, held uncon- 
stitutional, since, as applied to the Denver & Salt Lake Rail- 
road, during the months of September, October, and November, 
it constituted an unreasonable exercise of police power on 
ground that such speed in transportation was not consistent with 
good and safe railroading.—Ibid. 

Legislature has power to impose requirements as to speed 
at which carrier must transport live stock under the police 
power, but the statute must be a reasonable exercise of such 
power.—Ibid. 

It is matter of common knowledge that operation of the 
so-called Moffat Road is attended with most unusual and diffi- 
cult conditions which necessarily materially affect speed which 
it is practicable to maintain in operation of trains.—Ibid. 

(Supreme Court of Alabama.) Suit against Director-Gen- 
eral of Railroads for injuries occurring to shipment of mules 
in operation of intermediate carrier and delivering carrier, while 
in fact one against government by its consent, must proceed 
as if against the two companies, each being deemed a separate 
entity in such action, and liability must be fixed among the 
several connecting carriers as though government was not a 
party.—Lynn vs. Mellon, Director-General, 114 So. Rep. 680. 

In suit against Director-General for injuries occurring in 
shipment of mules in operation of intermediate carrier and 
delivering carrier, where original judgment was in favor of one 
carrier and against the other, ard a new trial was granted as 
to latter, entire matter could be reviewed on one appeal.—Ibid. 

Supreme Court has full power to apportion costs as justice 
may appear, no matter what the decision.—Ibid. . 

An appeal lies from an order granting a motion for a new 
trial.—Ibid. 

Right to sue federal government can be exercised only in 
the cases subject to conditions, and in the manner prescribed 
by law.—lIbid. 

Defect in naming defendant in suit to recover damages for 
injury to shipment occurring during period of federal control 
of railroads as United States Director of Railways, and as fed- 
eral agent, liquidating claims, etc., instead of Director-General 
of Railroads, provided for in transportation act, sec. 206 (49 
USCA, sec. 74; U. S. Comp. St., sec. 1007114cc), was in nature 
of misnomer, and was amendable.—Ibid. . 


In suit for damages to shipment occurring during period of 
federal control of railroads, where there was defect in naming 
Director-General of Railroads as defendant, but he appeared by 
authorized counsel, and pleaded and proceeded to trial on the 
merits, it could not be said that government had not been in 
court, or that court did not have jurisdiction, in view of liberal 
policy manifested in federal control act (U. S. Comp. St., secs. 
3115%4,a-3115%4p), authorizing suit as though there was no federal 
control, and careful provision for continued prosecution of pend- 
ing causes after federal control had ended indicates intent to 
recognize same rules of law in matters of jurisdiction and pro- 
cedure as obtain in litigation between private persons.—lIbid. 


In suit for damages for injury to shipment of mules, grant- 
ing of: motion for new trial could not be sustained on ground 
of entire failure of proof that shipment was handled by defend- 
ant as an intermediate carrier, where there was evidence that 
cars were seen on defendant’s tracks before movement over 
connecting carrier and waybills showed cars moved on waybDills 
of defendant carrier.—Ibid. 

Under Cummins-Carmack amendment (49 USCA, sec. 20; 
U. S. Comp. St., secs. 8592, 8604a, 8604aa), an intermediate car- 
rier of an interstate shipment is not liable on through bill of 
lading for all injuries occurring en route, including those oc- 
curring while being handled by connecting carriers.—Ibid. 

Under Cummins-Carmack amendment (49 USCA, sec. 20; 
U. S. Comp. St., secs. 8592, 8604a, 8604aa), stipulation of inter- 
mediate carrier limiting liability to injuries occurring on its own 
line in interstate shipments was valid.—Ibid. 

Under Cummins-Carmack amendment (49 USCA, sec. 20; 
U. S. Comp. St., secs. 8592, 8604a, 8604aa), without special con- 
tract or relation of carriers imposing joint liability, each carrier 
wd oo severally for non-performance of its own duty only.— 
Ibid. 

Cummins-Carmack amendment (49 USCA, sec. 20; U. S. 
Comp. St., secs. 8592, 8604a, 8604aa), imposing liability on initial 
carrier throughout, does not extend to connecting carrier, but 
as to these liability remains as before.—lIbid. 

Instruction that, if mules were in good condition when de- 
livered to initial carrier, and were in bad condition when de- 
livered at destination by delivering carrier, burden shifted to 
intermediate carrier to show that they were not injured while 
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in its possession, held erroneous, since this statement of law 
is applicable only to terminal or delivering carrier, and not to 
intermediate carrier.—Ibid. 

Where court granted motion for new trial in general terms, 
it will be referred to ground sustaining ruling, and, even if it 
was granted on mistaken ground, it will be sustained, where 
result is correct.—Ibid. 

Where several excerpts from oral charge were excepted to 
“separately and severally,” this was not an exception to all of 
them in bulk, and contention that new trial could not be granted 
for want of proper exception could not be sustained.—lIbid. 

In suit for damages for injuries to shipment of mules over 
connecting carriers during period of federal control of railroads, 
liability of intermediate carrier and of delivering carrier and 
extent of same were questions for jury.—lIbid. 

Injuries, if any resulting from negligence of intermediate 
carrier leading proximately to death of mules shipped, after 
unloading by delivering carrier, would be referable to operation 
of intermediate carrier.—Ibid. 

If further injuries to mules in shipment occurring during 
federal control of railroads resulted proximately from negligence 
of delivering carrier after mules had been injured by interme- 
diate carrier, including accentuation of injuries already begun, 
such additional injury would be referred to operation of deliver- 
ing carrier.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Texarkana.) A party is 
entitled to damages for delay in delivering telegram, if through 
negligence of telegraph company he is deprived of opportunity 
of making advantageous contract.—Western Union Telegraph 
Co. vs. Satterwhite, 300 S. W. Rep. 218. 

Telegraphic message, sent plaintiff by agent of seller, read- 
ing: “Twenty-four Jemima meal now fifty-seven and half. Looks 
good booking. Act quick’—held to be quotation of existing 
prices and solicitation of an order, without naming size of order 
or terms.—Ibid. 

In action for damages for failure to promptly deliver a tele- 
graph message, evidence held not to warrant trial court in con- 
cluding that, under conditions then existing, delivery of message 
from plaintiff with reasonable diligence would have resulted in 
his purchase of meal at prices quoted to him by seller’s agent 
earlier in day.—lIbid. 

In action for damages for failure to promptly deliver tele- 
graphic message, testimony of addressee of telegram that, when 
he had made complaint of non-delivery of message, one of em- 
ployes of defendant telegraph company stated that fault was 
clearly. with company, held inadmissible.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Appellate Division, Second District.) 
Transportation company, doing an exclusively interstate trans- 
portation business, is not required to have a license from local 
authorities, or a certificate of “convenience and necessity” from 
the Public Service Commission, and may operate on the high- 
ways, subject to reasonable rules and regulations and payment 
of reasonable fees, provided for by duly constituted authority. 
Town of Orangetown vs. Journal Square Coach Transp. Co., 225 
N. Y. S. 399. 

(Supreme Court of Arkansas.) Term “between cities or 
towns” in subdivision (d) of section 1 of Acts 1927, p. 257, 
placing commercial motor transportation under Arkansas Rail- 
road Commission under certain conditions, is used to designate 
termini of line or route, and it would not make any difference 
whether station at which passengers or freight are loaded or 
unloaded were within corporate limits, or just outside corporate 
limits of cities or towns which are termini of route.—State vs. 
Haynes et al., 300 S. W. Rep. 380. 

Acts 1927, p. 257, placing commercial motor transportation 
under Arkansas Railroad Commission under certain conditions 
places within jurisdiction of Railroad Commission common car- 
riers operating motor vehicles over fixed route between cities 
and towns; words “city” and “town” in section 1, subd. (d), 
being used in popular sense, “town” meaning aggregation of 
houses so near one another that inhabitants may fairly be said 
to dwell together, and “city” meaning large town and municipal 
corporation charged with certain specified duties of government 
within its territorial limits.—Ibid. 

One operating taxicab in city, going outside of city occa- 
sionally to deliver passengers, was not within provisions of 
Acts 1927, p. 257, placing commercial motor transportation under 
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Arkansas Railroad Commission under certain conditions so ag 
to be guilty of misdemeanor for failure to secure permit from 
commission under section 8.—Ibid. 

Operator of sight-seeing bus commencing its journey in city 
of Hot Springs and going to Remmel Dam and certain springs 
near, and returning to Hot Springs, going through no cities or 
towns, did not come within provisions of Acts 1927, p. 257, 
placing commercial motor transportation under Arkansas Rail- 
road Commission under certain conditions so as to be guilty of 
misdemeanor for failure to secure permit from commission un. 
der section 8.—Ibid. 

One operating taxicab service from hotels and city of Hot 
Springs to Hot Springs Country Club or golf course about three 
miles from city limits, where he did not go through cities or 
towns, was not within provisions of acts 1927, p. 257, placing 
commercial motor transportation under Arkansas Railroad Com- 
mission under certain conditions, so as to be guilty of mis. 
demeanor for failure to secure permit from commission under 
section 8.—Ibid. 

(Supreme Court of Arkansas.) In terminal carrier’s action 
against shipper to recover transportation charges paid to initia] 
carrier on shipment of poultry subsequently confiscated for dis- 
eased condition of fowls, where initial carrier assigned claim 
to plaintiff, court did not err in overruling defendant’s motion 
to make initial carrier a party, where shipper’s agreement to 
pay freight and transportation charges was written contract in 
form of bill of lading, and not an open account within Crawford 
& Moses’ Dig., sec. 1090, requiring that assignor be made a 
party.—Price vs. New York, C. & St. L. R. Co., 300 S. W. 373. 

In action by terminal carrier to recover freight and trans- 
portation charges of shipper on through bill of lading, refusal 
to grant shipper’s request to make initial carrier a party, in 
order that it might offset claim for damages against amount 
plaintiff paid initial carrier for freight and transportation, was 
not error, where, even though the bill of lading was assignable 
under Crawford & Moses’ Dig., secs. 475, 477, it was not assigned 
to plaintiff.—Ibid. 

Where shipper’s cause of action against the initial carrier 
for negligence in delaying shipment was different and inde- 
pendent of terminal carrier’s action against shipper to recover 
freight and transportation charges on poultry shipped on through 
bill of lading, shipper could not counterclaim and set off his 
damages against terminal carrier’s claim for freight; Crawford 
& Moses’ Dig., secs. 1194, 1204, being inapplicable.—Ibid. 


VESSEL COLLISION CASE 


Advices have been received at the Department of Justice 
that a case brought in the United States district court for the 
southern district of Texas, involving claims of damages to a 
vessel growing out of a collision in December, 1926, has been 
decided by a holding of the district court that the government 
vessel, United: States steamship “Steadfast,” was in no way 
responsible for the damages which resulted to the Houston 
Towing Company tug “Neches.” The suit was brought for dam- 
ages amounting to $20,463, alleged to have been done to the 
Houston Towing Company’s tug in the collision mentioned, but 
after a hearing of the case the court dismissed the libel on the 
ground that the government ship was not responsible. 


SUPREME COURT ACTION 


In No. 98, Chesapeake & Ohio, petitioner, vs. K. S. Leitch, 
a personal injury case, the Supreme Court of the United States 
has granted a petition for rehearing. 


OPERATING STATISTICS 


Operating statistics compiled by the bureau of statistics 
of the Commission from reports of Class I roads, switching and 
terminal companies not included, for November, 1927, and 1926, 
and the eleven months ended with November, 1927 and 1926, for 
the United States as a whole, show the following: 


Loaded car-miles—1,389,513,000 in November as against 1,521L- 
815,000 in November, 1926; 16,202,918,000 for eleven months as against 
16,429,355,000 in the same period of 1926. 

Empty car-miles—877,962,000 in November as against 907,377,000 
in November, 1926; 9,510,463,000 in the eleven months as against 
9,252,966,000 in the same period of 1926. 

Net ton-miles—37,228,000,000 in November as against 43,360,000,000 
in November, 1926; 440,083,000,000 in the eleven months as against 
448,586,000,000 in the same period of 1926. 

Average number locomotives on line—30,637 in November 45 
against 31,508 in November, 1926; 31,023 in the eleven months 48 
against 31,682 in the same period of 1926. 

Average number of freight cars on line—2,498,727 in November 
as against 2,523,644 in November, 1926; 2,511,638 in the eleven months 
as against 2,519,267 in the same period of 1926. 

Per cent unserviceable total locomotives—15.8 in November as 
against 16 in November, 1926; 16.1 in the eleven months as against 
16.4 in the same period of 1926. 

Per cent unserviceable total cars on line—5.9 in November 4S 
against 5.8 in November, 1926; 5.9 in the eleven months as against 6.6 
in the same period of 1926. 

Car-miles per car-day—30.2 in November as against 32.1 in No- 
vember, 1926; 30.7 in the eleven months as against 30.5 in the samé 
period of 1926. 

Net tons per loaded car—26.8 in November as against 28.5 in 
November, 1926; 27.2 in the eleven months as against 27.3 in the same 
period of 1926. 
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CONSOLIDATION LEGISLATION 
The Traffic World Washington Bureau 


With Alfred P. Thom, general counsel of the Association of 
Railway Executives, in the witness chair, the House committee 
on interstate and foreign commerce, January 20, continued con- 
sideration of proposed railroad consolidation legislation. At 
the close of the hearing an adjournment was taken until Jan- 

ry 24. 

” y wombers of the committee interrogated Mr. Thom fre- 
quently as to specific provisions in the Parker bill as revised 
by the law committee of the railway executives. Questioned by 
Representative Rayburn, of Texas, Mr. Thom said he believed 
there would be a tendency toward reduction of transportation 
costs after consolidation of the railroads. The point he em- 
phasized in that connection, however, was that now, under sec- 
tion 15a, rates over some lines were higher than could be 
economically justified to provide a fund to aid other lines. If 
lines were put together, said he, rates could be made on their 
economic merits and that that would be the solution of the 
recapture clause. 

Representative Rayburn also asked questions as to the 
short lines with reference to consolidation. Mr. Thom said he 
believed such lines should be taken in on proper and reason- 
able terms and in the public interest. 

“Would the railroads you represent take them in on the 
basis of valuations fixed by the Commission?” asked Mr. 
Rayburn 

“T doubt very much if they would,” said Mr. Thom. 

The witness discussed at length the general statement as 
to unification contained in section 202 of the bill. He said one 
railroad executive had suggested an interpretation of the phrase 
“well-balanced systems” in that section so that the law would 
state “well-balanced as between themselves.” Mr. Thom sug- 
gested that such a change in wording be made. He said the 
idea was that systems should be well-balanced with respect to 
originating and delivering traffic—that systems should be cre- 
ated that would be competitive in those respects, 


In a discussion of language in section 202 as to maintenance 
of channels and routes of trade, reference was made to the op- 
position in the Senate to Commissioner Esch because of his 
vote in the lake cargo coal case. Representative Huddleston, 
of Alabama, mentioned the case of Mr. Esch, and thought that 
the question of the power of the Commission to make rates with 
reference to competition between industries, for instance, would 
become a great political issue. 


Representative Mapes, of Michigan, asked Mr. Thom 
whether he thought the language in the bill as to channels and 
routes of trade would intensify such situations as that involving 
Mr. Esch. Mr. Thom, who took the position that the language 
would not affect the problem brought up by Mr. Huddleston, 
said he doubted if the Esch situation could be intensified more 
than it was. 


Daniel Willard, president of the Baltimore & Ohio, testified 
before the Senate interstate commerce committee January 21 as 
to the advantages of railroad consolidations from an operating 
standpoint. Senator Sackett, of Kentucky, had asked that a 
prominent railroad operating official appear for that purpose. 
It was originally planned to have R. H. Aishton, president of 
the American Railway Association, respond to the request but 
it was later suggested that it would be desirable to have Mr. 
Willard as the witness on the phase of the problem referred to. 
Chairntan Watson and Senators Fess, Couzens, Pine, Metcalf 
and Sackett were present. 


While believing that economies would result from consoli- 
dations, Mr. Willard expressed the opinion that the greatest 
thing that would be realized would be the creation of systems 
with ability to serve the public adequately. He said if there 
were to be consolidations, the Baltimore & Ohio had taken the 
Position that that property, the Reading, and the latter’s sub- 
sidiary, the Central of New Jersey, should be put together. He 
said Professor Ripley recommended such a grouping and that 
it would be logical as the Baltimore & Ohio had used those 
lines to get to New York for forty years. If these lines, with 
one or two small lines, were grouped together, said Mr. Willard, 
a system would be created that would enable the Baltimore & 
Ohio to get into Chicago and New York without going through 
Pittsburgh and Baltimore as was necessary at the present time. 
With the Buffalo, Rochester & Pittsburgh and some trackage 
Over the Pennsylvania, and the other lines mentioned, he said 
the Baltimore & Ohio would have a new through route 100 
Miles shorter than it had now. He said such a line, the tracks 
for which were now in existence, would relieve the situation 
at Pittsburgh. Asked if the plan indicated could not be effected 
without consolidation, Mr. Willard said it could not. He re- 
ferred to the proposal of the Baltimore & Ohio as an illustra- 
tion of what might be accomplished in the way of operating 
advantages under consolidation. 

The question of elimination of competition as the result 
of consolidation was raised by Senator Sackett. Mr. Willard 
referred to the desire of the Baltimore & Ohio to acquire the 
estern Maryland in discussing the question. He said there 
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had been objection on the part of Baltimore interests to the 
suggestion but that after a study had been made by experts and 
others the conclusion was reached that it would be desirable 
to have the Western Maryland grouped with the Baltimore & 
Ohio, although, he added, there was still some opposition to the 
proposal. He thought if there were consolidations in the East, 
the Western Maryland should go with the Baltimore & Ohio. 
He said two strong systems such as the Baltimore & Ohio and 
the Pennsylvania, serving Baltimore, would afford that city 
more effective competition than there would be if weaker lines 
were involved. Dealing with situations where only one railroad 
served a town, Mr. Willard made the point that the tendency 
was for that railroad to give such good service that no demand 
would arise for another line to serve the same place. He said 
that was the policy of the Baltimore & Ohio. 

Senator Fess made a general reference to proposals to 
group lines in the northwest without naming any particular 
roads but said he could not conceive that three lines would be 
permitted to be made into one system but that two of the lines 
might be put together. Whether or not he had in mind the 
Great Northern-Northern Pacific unification proposal was not 
indicated. 

Senator Couzens asked Mr. Willard about newspaper re- 
ports of differences between Mr. Loree, of the Delaware & Hud- 
son, and Mr. Loomis, of the Lehigh Valley, adding that the wit- 
ness might not wish to discuss that matter. Mr. Willard said 
that “discussing” that matter would not embarrass him. He 
said Mr. Loree felt that the eastern situation could be solved by 
creating five systems instead of four and proceeded to develop 
the picture in accord with that idea. He said it so happened 
that most of the others did not agree. In response to a ques- 
tion by Senator Couzens as to whether or not the Baltimore & 
Ohio’s plan for a shorter through route could be made effective 
if the Loree plan were made effective, Mr. Willard said it could 
not. 

Mr. Willard thought that the chief advantage that the pub- 
lic would get from consolidation was illustrated in the case of 
a system such as the New York Central. 

Senator Sackett brought up a discussion of the short line 
phase of the matter and the views of the late Senator Cummins 
on that subject. Mr. Willard thought too much emphasis had 
been placed on that feature of the matter but added that it 
was a fact that a smaller line, by inclusion in a strong system, 
could be better maintained and could better serve the public. 
He referred to the acquisition by the Baltimore & Ohio of the 
Cc. I. & W. as an illustration in point. 


Mr. Willard said it was a mistake to think that no reduc- 
tions in rates were being made at present. In 1927, he said, if 
the Baltimore & Ohio’s revenue per ton-mile had been what it 
was in 1926, the road would have earned $4,000,000 more in 
1927 than in 1926. He said the Baltimore & Ohio did not get 
that $4,000,000. As a matter of fact, said he, the tendency was 
downward in the matter of rates. He said no combined effort 
was being made to get rates up and that there was a constant 
effort to get them down. He said the tendency was all down- 
ward. He said no one should think that consolidations would 
bring substantial reductions in rates—that wage and material 
costs had to be taken into consideration. He said it might well 
be that without consolidations rates might have to go up. He 
said there would be savings effected by consolidations but he 
would not undertake to say how much. 


The labor situation and the railway labor act were brought 
into the discussion. Chairman Watson remarked there had not 
been a strike since the passage of the act. 

“You can always avoid strikes if you give the wages,” said 
Mr. Willard, adding that wages on the Baltimore & Ohio had 
gone up $6,500,000 and that of course that had to come out of 
rates. 


Mr. Willard said he had favored retention of the Railroad 
Labor Board but that he would say, on the whole, that the new 
law had worked very well. He did not regard the new law as 
a permanent solution of the matter but thought that, in the cir- 
cumstances, it was the best that could be obtained at this time. 


The view was expressed by Mr. Willard that Congress 
should declare in the consolidation legislation that it was ad- 
vantageous to build up roads of equal strength. He argued that 
if the Baltimore & Ohio was to compete on a basis of general 
equality with other systems, it must get into the fields where 
traffic originated and into the consuming markets. He asked 
that the committee give consideration to including a declara- 
tion along the lines indicated in the bill. He said his views on 
that point were not so “thoroughly accepted” by his associates 
who, he said, were of the opinion that such a statement in the 
law was not necessary. 


Senator Couzens said he objected to a declaration that 
would commit Congress to consolidations as a permanent policy. 
He said Congress should provide the means for effecting con- 
solidations but should not go on record as approving consolida- 
tions. He saw no objection to such a statement as that asked 
for by Mr. Willard, however. 

Mr. Willard said it seemed to him that if Congress permit- 
ted consolidations, it was implied that it approved them. Sen- 
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NO.1780 BROAD™AY 
New York City. 


October 28,1927, 



















President, 
Erie Railroad. 


Dear Sir: 






May I express my approval of the 
splendid courtesy and kindness of all the 
conductcrs, trainmen and other Erie enplovees 
whom I met on your railroad on my way from 
Youngstown,0.,; to New York ? > § 


It was the first time I have’ used 
the Erie for a ride of that length and the 
fine,loyal spirit of your employees has sold 
me, from now on, to use the Erie whenever I 
possitly can do so. 












Your dining car service is beyond 
criticism and I am pdarticulariv prateful to 
your steward, Mr.H.J. Giblin,; who was courtesy 
and efficiency itsei?. 







Sincerely yours, 


K-travelers on the 
Erie Railroad and 
shipments carried 
over the Erie lines, 
now enter New York 
at the Front Door, via 
the new Holland Ve- 
hicular Tunnels. 
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ator Watson said the passing of such an act as that proposed 
would be more or less a declaration of policy. 

Senator Sackett said it had been Senator Cummins’ view 
that some element of coercion should be injected into the legis- 
lation. Mr. Willard said he had been led to about the same 
conclusion as that of Senator Cummins. He said consolidation 
was either a good thing or it was not. He said if it was a good 
thing, it ought to be done. It was so complex, however, that 
he thought it would be better to have it voluntary for a time. 
If developments after a time showed that the railroads were 
not able to complete it, some way might be provided to make 
it effective in the interest of the public, said he. 

Chairman Watson asked if the witness thought consolida- 
tions would go forward rapidly if the bill were passed. Mr. 
Willard said he thought consolidations would be stimulated 
under such a law. He said those who had studied the matter 
more than he had were of the opinion that obstacles would be 
removed thereby. He said the present period of uncertainty 
was anything but good. He believed the provision in the bill 
as to the Commission reporting to Congress at the end of seven 
years as to the progress of consolidation was preferable to leg- 
islation at this time designed to compel action at the end of a 
given period. He said his views had not been in accord with 
those who desired the legislation—that he believed the Balti- 
more & Ohio could bring about unifications under the present 
law and that it had done so in the case of the C. I. & W. But 
he was advised, said he, that that could not be done in some 
states because of restrictions and that he now accepted the 
view that additional legislation such as that proposed was neces- 
sary. He said the Commission felt that additional legislation 
was required and that he accepted that view. 


There was some discussion of the proposed four-system 
grouping in the east in which Mr. Willard said he did not like 
Mr. Loree’s plan. 

Charges made by the United Mine Workers of America 
against the Baltimore & Ohio and other railroads were brought 
up by a question put by Senator Couzens as to railroads and 
coal. Mr. Willard said he had looked into the charges against 
his road as to its buying coal in non-union fields and shipping 
it to union regions. He said the reason was that it was cus- 
tomary for the company to make coal contracts for a year in 
advance and that the mines in Indiana and Illinois were shut 
down when the contract in question was made and that oper- 
ators in those states could give no assurances whatever as to 
deliveries and that the Baltimore & Ohio had to arrange to buy 
its coal elsewhere. He said his company had not asked a single 
operator to reduce his bid on coal. He remarked to the effect 
that a company could not be expected, when it was offered coal 
at a certain price a ton, to say that it wished to pay more. He 
said that in the last three years the prices paid for coal by the 
Baltimore & Ohio were fixed by the sellers of the coal. 


R. C. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, appeared to make a 
statement that he said was in the nature of a correction of his 
testimony on January 14. He said he had stated in effect that 
he did not consider the matter of railroad consolidation legis- 
lation as a major or important undertaking. He said he stated 
several times that it was of special importance that the pro- 
posed legislation should be passed as soon as possible to permit 
the carrwing out of consolidations that the Commission should 
hold would be in the public interest and that would not substan- 
tially lessen competition. He said the machinery in the pend- 
ing bill was a splendid piece of work and that shippers would 
like to see the bill put through—that shippers were dissatisfied 
with the present law. He reiterated opposition to a general 
declaration of policy being included in the bill. He said that in 
making a statement to the effect that consolidations were of 
particular interest to investors and bankers, he did not mean 
to infer that that was not in the public interest as it was im- 
portant that systems should be properly financed and have a 
basis of credit that would make them financially strong. In his 
references to the short lines, he said he did not mean that there 
would not be consolidations that would be in the public interest. 

Elihu Root, Jr., representing minority stockholders of the 
Big Four, appeared before the House committee on interstate 
and foreign commerce, January 24, in opposition to provisions 
in the revised Parker bill relating to rights of minority stock- 
holders in consolidation proceedings. He said the bill would 
sweep away any protection of minority interests. To a certain 
extent, said he, the bill was an instrument for confiscating the 
interests of minority stockholders. He suggested amendments 
to meet the situation complained of. He said he was not ad- 
vocating anything that could be construed as an obstruction 
to consolidations. 

Under his proposals, said he, the minority could not stop 
a consolidation from going through. He urged that provision 
be made in the bill to the effect that if the road proposing to 
acquire another road held a majority of the stock of the road 
to be acquired the uncontrolled minority stockholders of the 
latter could set up a board to represent them in the way that 
the board of directors of the road otherwise would have done 
and that the expenses of the board representing the minority 
be charged against the treasury of the company. He made the 
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point that the expenses of the majority in a consolidation case 
were charged against the company, while the minority interests 
had to bear the expense of protecting their rights. He would 
have the Commission pass on the reasonableness of the expenses 
of such boards as proposed by him to represent the minority 
interests. 

Mr. Root thought the bill involved substantial injustice to 
minority interests; that it would leave them in a bad situation; 
that they would lose their equitable remedies, and that they 
could only show the value of their stock after they had lost 
control of the books of the company and other resources that 
would enable them to establish the value of their stock. He 
said most of the consolidations that had been proposed had 
been drawn up by people sitting on both sides of the table, that 
most of them had been unfair to the minority interests and 
that most of them had been condemned. He said he would 
insert a specific provision in the bill requiring the Commission 
to consider the fairness of the terms to private interests as 
well as with respect to the public interest, and also provide that 
nothing in the bill should be held to impair the common law 
right of stockholders to go to a court of equity on the ground 
of unfairness of terms. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, resumed his testimony before the House com- 
mittee on interstate and foreign commerce, January 25. He dis- 
cussed provisions of the bill defining the methods of effecting 
unifications that could be resorted to under the bill. He said 
unifications could be brought about by acquisition of property, 
by a corporate merger, by a corporate consolidation or by acqui- 
sition of securities. He said the reason provision was made for 
a@ merger or consolidation was that the courts had defined a 
merger as resulting from an existing corporation absorbing 
another corporation, with the acquiring corporation retaining its 
identity, and a consolidation as the unification of two or more 
companies into a single new corporation. He pointed out that 
such well-known systems as the Union Pacific, New York Cen- 
tral and Pennsylvania would wish to preserve the identities of 
those corporations and proceed by the methods of merger in 
unifications. 

Mr. Thom proposed to exclude from the bill provisions un- 
der which a railroad company would be required to obtain au- 
thority from the Commission to acquire securities of another 
carrier not involving control or unification, and said that specific 
provision should be made that railroads retained their present 
rights under state laws to purchase stocks of other carriers, 
provided no violation of the anti-trust laws were involved. 

Mr. Thom continued his discussion of various provisions of 
the bill before the House committee January 26. Referring to 
proposed amendments suggested by Mr. Root, he said if they 
were adopted, insuperable obstacles would be set up in the way 
of consolidations. He construed the Root proposals as provid- 
ing, in effect, for condemnation proceedings in the courts, in 
the interest of minority stockholders, before the majority in 
control of a company could proceed with unification plans. He 
insisted that the pending bill protected the rights of minority 
stockholders, provided that they should get fair terms for their 
holdings, and he said he believed that provision should be made 
for the payment of legitimate expenses of the minority inter- 
ests by the company proposing the unification. 

Mr. Thom characterized as “strike” litigation the litigation 
that might be instituted by minority interests simply to hold 
up consolidations until they obtained what they desired for 
their stock. He said such opposition should not be permitted to 
block a consolidation desired by the majority and held by the 
Commission to be in the public interest. 


RAILROAD BILLS INTRODUCED 

Representative Newton, of Minnesota, by request, has in- 
troduced H. R. 9686, a bill to promote the safety of the people 
by installing automatic train controls on railroads; for deter- 
mining and installing the most practical control of automobiles 
at grade crossings; for determining and installing other appli- 
ances for the protection of the people; to safeguard the interests 
of the inventors and the people supporting them in the develop- 
ment of devices and appliances in connection therewith, and 
to impose penalties and other conditions relative thereto. 

Representative Kelly, of Pennsylvania, has introduced H. R. 
9678, a bill to provide for steel cars in the railway post office 
service. 

Representative Kopp, of Iowa, has introduced H. R. 9835, 
a bill to amend section 4 of the interstate commerce act s0 
as to require reparation to be paid on account of violations of 
the section. The bill is identical with S. 2489, recently intro- 
duced in the Senate by Senator Brookhart, of Iowa. 

Representative Cooper, of Ohio, has introduced H. R. 9950, 
a bill to amend the first sentence of section 1 of the boiler 
inspection act to read as follows: 


“That when used in this act the terms ‘carrier’ and ‘common 
carrier’ mean a common carrier by railroad, or partly by railroad and 
partly by water, within the continental United States, subject to the 
interstate commerce act, as amended, excluding street, suburban, and 
interurban electric railways (but, including electrified sections of a 
general railroad system of transportation).”’ 
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HOCH DEFENDS RESOLUTION 
The Traffic World Washington Bureau 


Defense of the Hoch-Smith resolution was made in the 
House January 23 by Representative Hoch, of Kansas, co-author 
of the measure, in discussion of the independent offices appro- 
priation bill. He said he was prompted particularly to speak at 
the time because the federal court in California had just upheld 
the Commission in its decision reducing rates on deciduous 
fruits, other than apples, under the Hoch-Smith resolution. Mr. 
Hoch, in discussing the California case, did not say “deciduous” 
fruits, however. He said “citrus” fruits. The commodities in- 
volved were deciduous fruits, other than apples. 

“The decision of the court sustains the action of the Com- 
mission in every particular, denies the injunction (sought by 
the railroads), and the new reduced rates will be ordered in,” 
said he. 

“The resolution has been on the statute books for nearly 
three years. I never claimed, and no one else ever claimed, 
that it was a panacea for freight ills. I shall not take the time 
to rehearse the history of that legislation, but I do say that it 
has already been of very great advantage, and especially to agri- 
culture.” Continuing, Mr. Hoch said: 


The resolution has been viciously attacked from certain quarters, 
largely inspired by selfish interests. Its purposes and its terms have 
been grossly misrepresented, and the attitude of the Commission 
toward it has been misrepresented and effort made to put the whole 
situation in an improper light before the country. 

Action under the resolution has not been as speedy and as far- 
reaching aS many of us would hope for. But I am sure that every fair 
man who knows anything about the work of the Commission and the 
great burden and complexity of the task with which it labors wants 
to be as patient as possible with the Commission. 

It is not my purpose today to attempt to outline the very broad 
work that has been instituted and is being carried on under the reso- 
lution. There are major investigations on certain basic commodities 
such as grain and grain products, cotton, cottonseed and cottonsee 
products, vegetable oils, petroleum, iron and steel, and so forth. 
Then there are broad surveys being made of class and commodity 
rates in various sections of the country. On some of the very large 
cases the hearings are completed or nearly so. 

In a number of cases already decided the Commission has con- 
strued and applied the Hoch-Smith resolution, and some of these 
cases have been of great importance. I wish I had time to read from 
— = pag decisions, but I shall not impose upon the House to do 
so a is time. 


Mr. Hoch referred in complimentary terms to the report of 
the rate committee of the National Association of Railroad and 
Utilities Commissioners at the last annual meeting of the asso- 
ciation in October, 1927, at Dallas, Tex., defending the Hoch- 
Smith resolution. He also referred to the resolution adopted by 
the state commissioners opposing repeal of the Hoch-Smith res- 
olution. Continuing, he said: 


I say that results have not been as rapid as many of us hoped for, 
and while I do not want to indulge in any intemperate criticism of 
the railroads, I do say that the attitude of many of the railroads 
toward these efforts to get a better distribution of the freight burden 
has been an indefensible attitude. They have thrown every sort of 
obstacle in the way of the Commission toward the carrying out of 
the plain mandate of Congress in this regard. I call attention to one 
case of tremendous importance in the whole western country, namely, 
the western grain case. In the western grain case all the great farm 
organizations of the whole middle west had united in applications for 
moderate decreases in rates upon grain, which in my judgment were 
entirely justified under all of the circumstances. 

Instead of submitting to reasonable decreases, which the facts, I 
believe, plainly called for in that case, the western railroads countered 
by demanding increases in grain rates of from 20 to 40 per cent. The 
Commission has been holding hearings in that grain case at Wichita, 
Kansas City, Minneapolis, Chicago, and, perhaps, other plgces. I 
undertake to say that there is no man informed with refeFence to 
conditions out there who seriously believes that the railroads ever 
expected to get increases in freight rates upon grain. It is the com- 
mon conversation of the street that this attitude and action of the 
railroads was purely railroad tactics for the sole purpose of prevent- 
ing decreases. 

Under the law the railroads have the legal right, of course, to 
make any sort of application they desire, but I am saying that, in my 
judgment—and I believe it is the judgment of all men informed with 
reference to the situation—the railroads had no idea of ever getting 
those increases. I think the Commission ought to take those facts 
into consideration, and I hope that the Commission will find some 
Way to shorten up these hearings in order that we may have a 
decision on that matter of so great importance to the west. 

These western railroads, with scarcely an exception, have been 
enjoying the most prosperous years they have ever had. We all re- 
joice in that. Take it through my own country. The Santa Fe, the 
Rock Island, the Union Pacific, and even the Missouri Pacific, which 
only a few years ago was considered improvident and comparatively 
unsuccessful, have been doing wonderfully well. And yet in spite of 
the fact that these railroads have been enjoying this great prosperity, 
and in spite of the fact that the country through which they run has 

een through a period of agricultural depression, these railroads come 

in, in the face of that situation, and brazenly ask for these increases 
from 20 to 40 per cent in grain freight rates. I say that it is inde- 
fensible, and it indicates on the part of some railroad officials an 
indifference to public sentiment and public welfare which in the long 
run will breed harm for even the railroads themselves. 

It will be recalled that a great many years ago a railroad presi- 
dent, in a flair against public sentiment, said, ‘‘The public be damned.” 
Happily we had gotten pretty much past that sort of an attitude. We 
have gotten to a place of good will between the railroads and the 
public and we all rejoice in that. We have come to a time when it is 
no longer the stock in trade of the demagogue to indulge in indis- 
criminate attacks on the railroads and when railroads generally have 
been seeking success through good will, cooperation, and service. We 
all want them to prosper. We know the necessity for adequate trans- 
portation service, but there is a suspicion growing that the attitude 
of some of the railroads in some of these great cases is dictated not 
80 much by men in the actual transportation business, the real rail- 
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roaders, who grew up with the business and who know that in the 
long run the railroads can not prosper unless the country through 
which they run prospers, but are dictated by some who are more in- 
terested in financial manipulation, and who are far removed from the 
count served by those railroads, and who are seemingly indifferent 
to public sentiment in that country. And I trust that the Interstate 
Commerce Commission will take a more vigorous attitude in bring- 
ing to a conclusion this readjustment of the freight structure to 
which, in my judgment, the great agricultural section of the country 
in particular is eminently entitled. 

In the great major cases, of course, decisions have not yet been 
rendered. The live stock case is still pending. Its decision should be 
expedited. This western grain case is another great primary case 
not yet completed. It is true that the Commission has not yet taken 
action with reference to these great major cases, but there has been 
substantial benefit in a number of cases which are very important to 
the parties interested. And the resolution has undoubtedly been the 
bulwark which has prevented very large freight increases which many 
believe we would have had in the west if it had not been for the 
direction of this resolution. 

It may be of interest to the members, if they do not know it, that 
soon after Congress passed this resolution in 1925, Canada passed a 
similar provision, part of it almost word for word like ours, directing 
this survey of the freight structure, and it is of great interest to some 
of us in the grain-producing section of the country to know that the 
Canadian commission last summer, after a hearing involving grain 
rates, issued an order substantially reducing grain rates in Canada; 
and they did it, according to their statement, in carrying out a great 
national policy in the interests of agriculture in their country. Today 
the producers of wheat in this country are at a disadvantage in com- 
parison with the Canadian producer, and the Canadian commission 
refer specifically to the situation of the American grain producers 
and state that in their judgment American grain producers are bear- 
ing an unfair proportion of the freight burden. 

I do not mean to criticize our Commission. I appreciate the diffi- 
culties of their task, but I hope they will prosecute this thing a little 
more vigorously. There are those of us who have resisted any policy 
looking toward legislative rate making, but I utterly reject the criti- 
cism coming from some quarters that it is not the business of Con- 
gress to direct in any way the work of the Interstate Commerce Com- 
mission. The Interstate Commerce Commission has no power what- 
ever, except as an agency of Congress, in the regulation of interstate 
commerce. While Congress should not, without the very greatest 
provocation, enter upon a policy of specific rate making, because we 
are not equipped for that, yet I say that it is not only the right but 
the duty of Congress to direct the Interstate Commerce Commission 
in matters of broad, fundamental transportation policy. 


To show what the Commission had done under the Hoch- 
Smith resolution, Mr. Hoch submitted an address of John E. 
Benton, general solicitor of the National Association of Rail- 
road and Utilities Commissioners, before the American Farm 
Bureau Federation at Chicago, December 6, 1927, reviewing 
some of the Hoch-Smith cases. 





BUS OPERATING COSTS 


Five motor coaches can be operated on regular schedules 
at the same cost per mile as one steam passenger train, accord- 
ing to a survey completed by the bus division of the American 
Automobile Association. 

The bus division said that the low cost of operating the 
motor coach, allowing more frequent service, had made this form 
of transportation almost indispensable throughout the country. 

An analysis of motor bus operating costs showed that the 
cost for a steam passenger train was about $1.50 per mile, com- 
pared to around 25 cents per mile for a motor bus, said the 
division, continuing as follows: 


Questionnaires were sent to over one thousand operators, and the 
resulting study was based upon the most representative of the 
returns, taking in all sections of the country. The figures were se- 
cured as the result of a need voiced by legislators looking forward 
to regulation of travel by bus, by regulating officials, by bus manu- 
facturers whose bus designs are controlled to some extent by operat- 
ing costs and by operators who are not content to accept the ex- 
perience of their own companies as an index to successful operation. 

Motor busses without question have a distinct place in the 

transportation field. The cost of operating a train of, say, two cars 
is about one dollar and twenty-five cents per mile, excluding main- 
tenance-of-way expenses. At the same cost per mile five motor 
— can be operated, thereby giving patrons more frequent serv- 
ce. 
This study of comparative costs shows that the local train of 
two coaches has a seating capacity for about one hundred and twenty- 
five passengers, while the motor coach may accommodate thirty. 
If both the train and coach were filled to capacity the cost per 
passenger mile would be about equal, but if the train only hauls 
thirty passengers, the advantage is with the bus. 


MOTOR TRANSPORT DIVISION 


The newly authorized motor transport division of the Ameri- 
can Railway Association perfected its organization at its first 
meeting at Chicago January 25, with the election of officers and 
a general committee to serve until October, 1929. The meeting 
was attended by about ninety delegates, representing more than 
seventy of the principal railroads in the United States and 
Canada. 


The object of the division is to establish a clearing house 
for transportation thought and development of motor trans- 
portation by railroads and for studying the problem raised by 
highway competition in order to determine the facts and funda- 
mental principles involved. Studies and reports of the division 
will be made on each territory, with its specific problems and 
its methods for meeting them, as the needs or desires of the 
member roads indicate. 

The division is organized in three sections dealing, respec- 
tively, with the study of the application of the motor coach, 
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the motor truck, and the rail motor car to the use of steam 
railroads. The importance of the general field and its inter- 
national interest is evidenced, according to a statement made 
at the meeting, by the fact that delegations from England, 
Japan, Australia, and Germany have already visited this country 
to investigate American railroad activity in the field of motor 
transportation, while inquiries have been received from rail- 
ways in Chile, Switzerland, Sweden, Japan, Cuba, Australia, and 
England regarding the motor transport problems confronting 
the American lines and the methods by which they are being 
met. 

The following officers were elected: Chairman, A. P. Rus- 
sell, vice-president, New York, New Haven & Hartford; vice- 
chairman, motor coach section, T. B. Wilson, vice-president and 
manager, Southern Pacific Motor Transport Company; vice- 
chairman, motor truck section, G. C. Woodruff, assistant freight 
traffic manager, New York Central; secretary, G. M. Campbell, 
assistant to secretary, American Railway Association. The 
office of vice-chairman in charge of the rail motor car section 
was not filled. 

In addition to the foregoing officers, the organization in- 
cludes a general committee, which will exercise supervision over 
the interests and affairs of the division. The chairman and the 
vice-chairmen are ex-officio members of the general committee. 
The following other members were elected: J. G. Drew, vice- 
president, Missouri Pacific; H. F. Fritch, passenger traffic man- 
ager, Boston & Maine; A. Hatton, general superintendent of 
transportation, Canadian Pacific; C. S. Lake, special assistant 
to president, Chesapeake & Ohio; G. W. Lupton, assistant 
to vice-president. Atchison, Topeka & Santa Fe; R. K. Stack- 
house, general superintendent stations, transfers and motor 
service, Pennsylvania; R. N. VanDoren, vice-president and 
general counsel, Chicago & North Western. 

The next meeting will be held at Atlantic City, June 21 
and 22. 

R. L. Fairbairn, passenger service manager of the Canadian 
National, was elected vice-chairman in charge of the rail motor 
car section of the newly organized motor transport division at 
the meeting January26. The second day of the organization 
meeting was taken up with discussion on various aspects of the 
problems with which it will deal and the expression of personal 
opinion as to the handling of them. R. H. Aishton, president 
of the American Railway Association, made a short talk. 


LUMBER SHIPMENTS 


Telegraphic reports received by the National Lumber Manu- 
facturers’ Association, from 477 of the major commercial lumber 
mills of the country, for the week ended January 21, apparently 
showed increases in production, shipments and new business 
over the week before. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

a wood wood wood wood wood wood 

i -eerersearne 334 143 359 129 345 116 

Production . 213,551 22,000 201,820 21,176 210,515 17,227 

Shipments ..... 216,141 19,549 208,854 18,272 215,039 16,512 
Orders (New 

Bus.) . - 254,493 24,161 227,095 21,339 255,845 19,217 


HOURS OF SERVICE FIGURES 


The Commission has issued a statistical analysis of carriers’ 
monthly hours of service reports, compiled by its bureau of 
safety, covering all railroads which reported, in the year ending 
June 30, 1927, instances in which employes were on duty for 
periods other than those provided by the federal hours of serv- 
ice act, together with a comparative summary covering all the 
years, ended June 30, from 1923 to 1927, both inclusive. 


MONEY FOR COMMISSION, ETC. 


The House of Representatives has passed the independent 
offices appropriation bill carrying $7,654,745 for the Commission 
for the next fiscal year as recommended by the committee on 
appropriations. The proposed appropriation of $347,902 for the 
Board of Mediation also was approved by the House. 

Representative Newton, of Minnesota, in debate in the 
House on the independent offices’ appropriation bill, urged that 
$81,000 additional be provided for the Commission to employ 
more examiners in order to keep up with its work. He said 
the Bureau of the Budget was gradually becoming more liberal 
with the Commission, but that there was still room for im- 
provement. 


PORTER NOMINATION CONFIRMED. 


The Senate late January 23 confirmed the nomination of 
Claude R. Porter to be a member of the Commission. 
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JONES MARINE BILL 
The Trafic World Washington Bureay 


Senator Robinson, of Arkansas, Democratic leader in the 
Senate, has announced that as the result of consideration of 
the matter in conference, the Democrats, generally speaking, 
would support the Jones bill providing for a ship replacement 
program and restrictions on sales of vessels in connection with 
the government merchant marine. Senator Fletcher, of Florida, 
urged the Democrats to support the bill. Senator Copeland, of 
New York, was unsuccessful in an effort to obtain approval of 
an amendment designed to aid the merchant marine through 
mail contracts. 


Chairman Jones, of the Senate commerce committee, opened 
debate in the Senate this week on S. 744, the bill to further 
develop an American merchant marine and to assure its per- 
manence in the transportation of the foreign trade of the 
United States, by placing restrictions on ship sales by the 
Shipping Board and by providing for a ship replacement pro- 
gram. He argued that experience with the subject of ship sub- 
sidies had shown that aid for a merchant marine under private 
ownership could not be obtained that way. He said he would 
vote for a subsidy but that he was satisfied that a measure like 
S. 744 was the only measure that stood a chance of getting 
through Congress. 


Senator Copeland, of New York, discussing favorably pro- 
posals to aid a privately owned and operated merchant marine 
by loans from the government for the building of ships, asked 
if Senator Jones thought that that would be in the nature of a 
subsidy? The latter said he thought it would be. 


“The proposition of the senator from New York as a busi- 
ness proposition provides apparently 75 per cent from the gov- 
ernment and 25 per cent from private capital,’ said Senator 
Edge, of New Jersey. “The bill before us, if we recondition or 
rebuild the ships, must necessarily call upon the government 
to provide 100 per cent. Why is it interposed from time to 
time that the Senate will not consider a business proposition 
because at one time or another in the past 60 years it refused 
to pass an out-and-out subsidy bill?” 


Senator Jones asked what assurance there would be that 
people would build ships if loans were provided by the govern- 
ment? Senator Edge said a proposal had been made to the 
Shipping Board by private interests for the building of ships 
with aid in the form of loans. 


Senator Jones said he was not going to be sidetracked with 
reference to S. 744. While amendments might be proposed 
that he would vote for independently, said he, he would not 
support them as amendments to the pending bill. He said he 
received many editorials from papers and a great many letters 
from individuals denouncing government ownership of ships, 
but he said he had not been told by such. critics how the coun- 
try could obtain a merchant marine under private ownership 
and operation. 


Senator Caraway, of Arkansas, wanted to know how much, 
considering replacements and every other thing, “we are pay- 
ing for the privilege of running ships?” 

Senator Jones said from $13,000,000 to $16,000,000 a year 
was being spent on operations but that that did not take into 
consideration freight rates paid by shippers and that if there 
were no American ships, the people would pay higher rates. 
Senator -Caraway brought out that the expenditures did not 
take igto consideration interest on invested capital. 


The ships the government is now operating are worth about 
$150,000,000, and to keep the number of ships the government 
now has on the sea would cost about $25,000,000 a year for 
about ten years, in the way of replacements, according to an 
estimate of the Shipping Board, according to information given 
the Senate by Senator Jones. 

Amendments to the bill agreed upon last week by the Sen- 
ate commerce committee were approved by the Senate after 
Senator Jones said that he wished to perfect the bill so as to 
have it ready for a final vote. 

Senator Jones said the purpose of a committee amendment 
providing, in effect, for a unanimous vote by the seven mem- 
bers of the Shipping Board before a vessel or line of vessels 
could be sold to private interests, was to make it perfectly clear 
that the primary purpose of the merchant marine act “is not to 
get these ships into private hands as soon as possible, but that 
the primary purpose is to build up an adequate merchant 
marine.” He said there was difference of opinion as to the 
meaning of the merchant marine act with respect to ship sales. 

“Some may contend that this commits Congress to perma- 
nent government ownership,” said he. “I do not think so my- 
self. I think that that, of course, will be determined by Con- 
gress; but this does put us on the basis of government owner- 
ship until Congress shall affirmatively declare the time has come 
for us to put these ships in private hands.” 

Senator Copeland, opposing the amendment, said Congress 
might just as well abolish the Shipping Board and appoint one 
man to exercise the functions of the board if the amendment 
were, adopted and enacted into law, “because one man could 
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determine the policy of the United States as regards the owner- 
ship and operation of these ships.” 

An amendment that an affirmative vote of four of the seven 
members of the board should be required to sell vessels was 
offered by Senator Edge, of New Jersey. Senator Fletcher 
opposed that suggestion and defended the committee amend- 
ment. He said that when the independent offices appropriation 
pill came up in the Senate he would offer an amendment to the 
provision in the bill appropriating $12,000,000 for the recondi- 
tioning of the Mount Vernon and Monticello to the effect that 
the board “shall not be allowed to sell those ships for less than 
the cost of reconditioning them, less 5 per cent depreciation 
annually after they shall be reconditioned.” He said he was not 
willing to vote to recondition the ships and leave it to a majority 
of the Shipping Board to sell them the next day to the Inter- 
national Mercantile Marine, or some other concern to which it 
might see fit to sell them, at their own price and on their own 
terms. ' 

Senator Oddie, of Nevada, said the Dollar interests, that 
bought a number of vessels from the Shipping Board, had seven 
vessels under foreign flags. Senator Copeland said Stanley Dol- 
lar told him last week that the last British ship the Dollars 
had had been sold and that every ship now owned by them was 
an American ship. The senator also pointed out that the ships 
bought by the Dollars from the Shipping Board had to remain 
under American registry unless the Shipping Board permitted 
their transfer to a foreign flag. 

In the course of the debate, reference was made to the 
subject of contracts between American railroads and foreign 
steamship lines. Senator Smith, of South Carolina, safd he had 
asked the Commission to advise whether there were such con- 
tracts in existence now. 

The Senate January 26 adopted the committee amendment 
to the bill providing that the Shipping Board shall not sell any 
vessel or any line of vessels except “upon the affirmative unani- 
mous vote of the members of the board, duly recorded. 

Representative Wood, of Indiana, in debate in the House on 
the Shipping Board item in the independent offices appropriation 
bill, defended the reduction of $1,400,000 in the appropriation 
for the board on the ground that if the Pacific coast lines. of the 
board were sold there would be a saving of $1,000,000 effected, 
and that other savings would be effected. He said if “worst 
came to worst” an additional appropriation could be made. 

Disappointment was expressed by Mr. Wood over the Jones 
marine bill in the Senate. He said enactment of such a Dill 
would be “the practical undoing of the present merchant marine 
act and mean the establishment of government ownership of 
our vessels.” He discussed provisions of the merchant marine 
bill he introduced (H. R. 2), designed to provide ultimately for 
private ownership and operation of the merchant marine. He 
referred to loans obtained in this country for the building of 
foreign ships. 

Representative Robison, of Kentucky, made a plea for allo- 
cation of ships to transport coal to foreign ports. 


HAGUE RULES BILL 


The Traffic World Washington Bureau 


Adoption of the Hague rules governing the carriage of goods 
by sea through passage of an act by Congress rather than by 
ratification of a treaty by the Senate was agreed on at a meet- 
ing at the Shipping Board January 26. Chairman O’Connor, as 
the result of the meeting, will ask Secretary of State Kellogg 
to suspend further consideration of the proposed treaty embody- 
ing the rules to the end that the way may be cleared for con- 
sideration of a Hague rules bill. 

The meeting was attended by Charles S. Haight, of the 
International Chamber of Commerce; Norman F. Titus, of the 
transportation division of the Department of Commerce; John 
Nicolson and Arthur Bole, of the legal department of the board, 
and the members of the board. 

Vice-Chairman Plummer urged that the rules be adopted 
thorough legislation rather than by treaty, and this view was 
accepted. It was developed that the proposed treaty had not 
been ratified by any nation and that England had dealt with 
the matter through an act of Parliament. 


HEARING ON SHIP PROPOSAL 


The Trafic World Washington Bureau 


The Shipping Board held a hearing January 24 on the pro- 
posal of the Transoceanic Corporation of the United States to 
establish, with the aid of the government, a north Atlantic 
passenger, express cargo and mail service line. 

Laurence R. Wilder, representing the company, said the 
company proposed to build six ships capable of crossing the 
ocean in four days. 

“We are here to ask the Shipping Board to declare first 
that this is an essential service under section 7 of the merchant 
Marine act of 1920,” said he, continuing, in part, as follows: 


To make our project possible, we request, second, a revision of 
the loan provisions of the merchant marine act, so as to make pos- 
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sible the use of government credit facilities in the form of a con- 
struction loan of three-fourths the cost of building ships, at the 
government’s current rate of interest. For six ships, this would 
amount to $94,500,000. 

This loan is to be protected by prior liens on the ships themselves 
and will be retired in twenty years by amortization. 

We request, third, revision of the mail carrying act to establish 
rates not as a subsidy but commensurate with the new speed and 
frequency of the service, its cost, and its utility. Authority would 
be given to the post office department to enter into ocean mail- 
carrying contracts for periods not shorter than five years nor longer 
than ten years. 

Fourth, and last, because approved insurance whether here or 
abroad is limited on any single ship to $9,000,000, we request pro- 
tection in case of total loss in the form of cancellation of the loan 
against that ship to the extent not covered by amortization and in- 
surance. 

We hope also for provision by which our crews, or a part of them, 
can be enrolled in the naval reserve. 

In every way, we look only to such general legislation as will 
encourage other American capital to follow our lead. We do not 
ask anything for ourselves alone and we are sure that what we ask 
is justified by sound business and economic principles. 

The investment from private capital of about $50,000,000 forms 
a part of our plan and we have received assurances from entirely 
American sources of sufficient financial support to warrant us in 
making our proposal. This is the first time in more than 50 years 
that private American capital in any important amount has come 
forward to advance America’s prestige and safety at sea. When our 
plan is taken up for official consideration we will lay the details 
of _ financial support before the proper department of the govern- 
ment. 

We submit that the government will by this loan have at its 
service six fast gigantic airplane carriers, with crews trained in actual 
service at sea, for all of which the government will have expended 
nothing. The advance of 75 per cent of their construction cost will 
be repaid with interest. To duplicate such powerful units for its own 
strictly naval use, the government would need to appropriate their 
full cost of construction and in addition, bear the full cost of operation 
and training. In time of peace, these ships will pay their own way. 
In time of war, they will be deadly units of our armed forces at sea. 
Their readiness will cost the taxpayers nothing. 


PORT EQUALIZATION PROPOSED 


The Shipping Board has adopted a resolution directing the 
Fleet Corporation to take up with the North Atlantic U. K. 
Freight Conference the question of equalizing the through rates 
from Central Freight Association territory through all north 
Atlantic ports. The board said equalization might be brought 
about, either by raising the ocean rates through the north At- 
lantic ports south of New York and through Canaidan ports, or 
by reducing the rates through New York and Boston in an 
amount equal to the differential in rail rates to Baltimore. The 
action was taken as a result of the petition of the Maritime 
Exchange of the Boston Chamber of Commerce for equalization 
of the rates. 

The resolution follows: 

Whereas, The United States Shipping Board is mandated by law 
to develop services through all important seaports naturally entitled 
thereto, to the end that shippers may have a variety of routes by 
which to send and receive their cargoes, and 

Whereas, There now exist rail differentials in favor of the ports of 
Philadelphia, Baltimore, Newport News and Norfolk on shipments 
from and to C. F. A. territory to the prejudice of the port of Boston. 

Whereas, during the World War these ocean differentials were sus- 
pended, have not yet been restored, and the commerce of the port 
of Boston has shown a serious loss following such suspension, 

Resolved, That the Merchant Fleet Corporation be directed to 
take up with the North Atlantic U. K. Freight Conference, covering 
the services in which the equalization of through rates on export 
commodities from C. F. A. territory through all North Atlantic ports 
was in a measure practiced over many years prior to the World War, 
the question of equalizing the through rates through these ports; either 
by raising the rates through those North Atlantic ports south of 
New York, and through Canadian ports, or by reducing the rates 


through the ports of New York and Boston in an amount equal to 
the differential in rail rates to Baltimore. 


MONEY FOR SHIPPING BOARD 


The Traffic World Washington Bureau 


An increase of $1,400,000 in the appropriation for the Ship- 
ping Board and Fleet Corporation, as compared with the amount 
recommended by the committee on appropriations, and an out- 
right appropriation of $12,000,000 for reconditioning of the ex- 
German passenger liners, the Mount Vernon and Monticello, 
were voted by the House in passing the independent offices 
appropriation bill. The committee recommended $12,000,000 for 
operating expenses of the Fleet Corporation for the next fiscal 
year. The House, by a record vote of 212 to,119, called for by 
Representative Wood, of Indiana, in charge of the bill, who 
opposed the increase, raised the $12,000,000 to $13,400,000. The 
Bureau of the Budget had recommended an appropriation of 
$13,400,000. 

The first move to increase the amount recommended by the 
committee came from Representative Robsion, of Kentucky, 
who moved to increase the $12,000,000 to $13,000,000 to provide 
$1,000,000 for the reconditioning of at least ten idle ships of 
the board for operation as coal-carrying vessels and to meet 
losses incurred in such operation. It was stated that it would 
cost about $200,000 to recondition the ships for that service. 
Representatives from coal producing states generally supported 
the increase on the ground that it would help the bituminous 
coal industry. 

Representative Gifford, of Massachusetts, opposed the in- 
crease for the coal carrying vessels. 
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“I wonder how many other businesses might approach the 
Shipping Board and be told, ‘Go to Congress, secure an ap- 
propriation of a million and a half or two million dollars to 
cover our losses by operation, and we will recondition some 
of our old ships and set them to work taking care of your par- 
ticular industry,’” said he. “If this were to happen—and I 
think that it would—shall we ever terminate the United States 
Shipping Board?” 

Mr. Gifford urged that action be withheld on the proposal 
to provide money for coal-carrying ships until it was determined 
whether the present Congress would do something in a per- 
manent way in the solution of the merchant marine problem. 
He declared he was for an adequate merchant marine, but that 
“let us have private ownership perform the actual carrying 
on of business, with the aid of the government and assisted by 
loans from the government, if necessary, but not with the gov- 
ernment engaged in business.” 

Representative McDuffie, of Alabama, offered an amendment 
to the Robsion amendment, increasing the total to $13,400,000. 
Mr. Wood voiced opposition to the increase. The McDuffie 
amendment was adopted. 

The provision in the bill providing that the money for re- 
conditioning of the ex-German vessels should be taken from 
the board’s ship construction loan fund was stricken out on a 
point of order made by Representative White, of Maine. Rep- 
resentative Davis, of Tennessee, then offered an amendment 
to provide $10,000,000 for the reconditioning of the ships and 
with restrictions as to sales of the vessels after they had been 
reconditioned. This amendment was ruled out on a point of 
order. Later, Representative McDuffie offered an amendment 
providing $12,000,000 for the reconditioning of the ships, with 
no conditions attached. This amendment was agreed to. 

Representative Davis, of Tennessee, offered an amendment 
providing that no part of the Shipping Board-Fleet Corporation 
appropriation should be used for maintenance of a sea service 
bureau. He said adoption of that amendment would save from 
$100,000 to $400,000 a year. He said maintenance of the bu- 
reau was not necessary. The amendment was rejected. 

Representative LaGuardia, of New York, offered an amend- 
ment providing that no money should be spent for membership 
in any rate conference or committee controlled by foreign steam- 
ship companies. He said the Shipping Board had been cajoled 
into entering the North Atlantic ocean freight conference. He 
urged that the board get out of the conference. The amend- 
ment was rejected. 

A provision in the bill raising the salary of the secretary 
of the Shipping Board from $5,600 to $7,500 was stricken out 
on a point of order, but the salary may be increased under ex- 
isting law governing salaries of government employes. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


The dullness that has characterized the full cargo markets 
for several months continued through the last week, with no 
indications of a change in the immediate future. The current 
small volume of business has discouraged shipowners from send- 
ing their vessels here, with the result that there has been no 
accumulation of space and, consequently, little “distress” book- 
ing due to vessels seeking cargo at practically ballast rates. 
Brokers continue to look for an increase in demand, but admit 
that nothing has yet occurred to justify their expectations. 

One fixture was closed to the west coast of Italy from St. 
John for heavy gain on the basis of 151% cents a 100 pounds. 
Other inquiries are being made by shippers, but at a rate one- 
half cent less. Nominal quotations from the north Atlantic are 
around 14 to 14% cents for suitable steamers. A fixture has 
been made for coal from Hampton Roads to Alexandria at 
$3.30 a ton. Inquiries for coal from Hampton Roads to Brazil 
and the River Plate are being quoted at $3 to $3.10 a ton. 

The sugar market, which is usually active at this time of 
the year, is now quiet, due, apparently, to the fact that the 
committee has not authorized further sales. Small steamers are 
being offered unsuccessfully at 17s 6d to 18s per ton. 

Current quotations on heavy grain are as follows: From 
Boston and Portland to the United Kingdom, 2s 6d per quarter; 
to Antwerp-Rotterdam, llc; to Hamburg-Bremen, 11% to 12c; 
to the Mediterranean, 15c; from St. John to the same ports, one 
cent more; from the Gulf to the United Kingdom, 3s 4d to 3s 
6d; to Antwerp-Rotterdam, 15c; to Hamburg-Bremen, 16c; to 
the Mediterranean, 18c. 

At the regular meeting of the Levant Conference the rate 
on phonographs was made the same as pianos, $18 w/m to 
base ports, and the minimum bill of lading charge to Mersina 
was reduced to $15 from $20. The West Coast of Italy Con- 
ference adopted rates on glassware for lights without metal 
attachments at $13 per ton w/m on passenger and $12 on 
freighters. 

Ocean rates on Douglas fir from north Pacific ports to 
South America have been advanced to parity with the rates 
rates on yellow pine from Texas Gulf ports. Formerly the rate 
on Douglas fir to South America ranged around $7.50 per 1,000 
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feet, while the rate on yellow pine from Texas ports was $16.50. 
This margin, it is stated, virtually closed the South American 
market to the Texas exporters. The equalization followed a 
series of conferences between representatives of the Shipping 
Board and officers of the Pacific steamship lines. 

Announcement is made by C. W. Kenick, general freight 
manager of the Cunard Line, that the new form of uniform 
dock receipt suggested by the special committee of the Ship- 
pers’ Conference of Greater New York will be put in effect for 
sailings of all vessels of the line the week ending February 4. 
The receipt will apply on all outward services of the line. 

Advices received from New Orleans stated that the Gulf 
Intercoastal Conference had been extended for an indefinite 
period, with a four months’ notice of withdrawal required to 
terminate membership. All four lines in the trade are mem- 
bers. No details of the changes in the agreement, if any, were 
given. 

Continuance of the conference, which controls the trade 
between the Gulf of Mexico and the Pacific coast, was generally 
expected, though it had become known that one line had re. 
signed a few weeks ago, but reconsidered with the understand- 
ing that there would be a reorganization. 

Announcement is made by John E. Cushing, vice-president 
and traffic manager of the American-Hawaiian Line, that an 
agreement has been reached among the intercoastal steamship 
lines by which the rates on lumber, eastbound, will be increased 
from $12 to $12.50 a thousand in March and to $13 in April. 
Bonds of $25,000 to guarantee observance of the new rates are to 
be posted by each of the lines. 

The present disturbed rate condition in the New York-Ant- 
werp trade could have been averted, in the opinion of J. A. 
Nash, general manager for North America of the Lloyd Royal 
Belge Line, if the Black Diamond Line, Shipping Board Oper- 
ators, had elected to withdraw from the Continental conference 
with the Belgian Line in 1924 instead of waiting until last year, 
when it withdrew for the same reasons that prompted the Lloyd 
Belge’s resignation—failure to obtain a differential under the 
fast combination passenger and cargo ships in the trade. 

“The recent formal announcement of the Shipping Board 
that it would continue to uphold the Black Diamond Line in the 
latter’s fight for a rate differential was in effect an indorsement 
of the course taken several years ago by Lloyd Royal Belge,” 
said Mr. Nash. “It will be remembered that we withdrew from 
the conference because we failed to obtain a differential as 
against the fast liners. 

“Had the Black Diamond Line taken similar steps at the 
same time, harmony would have been promoted in the New 
York, Antwerp and Rotterdam trades. With weekly sailings of 
the Belgian Line and the American Diamond Line, shippers of 
general cargo would have been well served and sufficient higher 
rate cargo would have been available to the other lines of the 
conference for the operation of their vessels on a satisfactory 
basis. There can be no doubt that the traffic is sufficient to 
enable all of the freight lines to secure a more remunerative 
return were a reasonable differential allowed.” 


NEW JERSEY SHIP CANAL PLANS 


Cooperation of all agencies interested in the proposed New 
Jersey ship canal was established this week at a meeting at 
the offices of the Port of New York Authority. The develop- 
ment of greater interest in the project and its advancement in 
Congress was discussed by the conferees in determining on 
a course of action. 

Th canal would be cut across New Jersey from Bordentown 
on the Delaware River to Morgan on Raritan Bay, at which 
point it would enter into the waters of the Port of New York. 
It is declared that the improvement would reduce transportation 
distance between New York and Philadelphia from 190 miles to 
87 miles. It would be the last link in the Atlantic intercoastal 
system of waterways. 

Former Governor George S. Silzer, of New Jersey, chairman 
of the Port Authority, presided at the conference. Former 
Mayor J. Hampton Moore, of Philadelphia, president of the At- 
lantic Deeper Waterways Association, and Capt. W. E. Bernard, 
treasurer of that organization, told of the importance of the 
New Jersey canal to their whole plan. Augustus Smith, of the 
New Jersey Board of Commerce and Navigation, participated 
in the deliberations, and those speaking for the Port Raritan Dis- 
trict Commission were: Chairman, R. E. Watson; counsel, 
Douglas M. Hicks; secretary, C. S. Atkinson; engineer, Samuel 
J. Mason; Capt. J. F. McGuire, and Marcus Wright, Jr. 


ROOSEVELT LINE NOT FOR SALE 

Officials of the Shipping Board, with reference to reports 
that officials of the United States Steel Corporation had under 
consideration a proposal to acquire the American India Line, 
operated by the Roosevelt Steamship Co., Inc., for the Shipping 
Board, said the line was not for sale at this time. The board 
takes the position that the service of this line is in the 
process of development and that the point has not been reached 
where it can be offered for sale with a view to continued oper- 
ation by a private operator. 
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SHIPPING BOARD AND JUTE RATES 
The Trafic World Washington Bureau 


Representative Beedy, of Maine, in debate in the House 
on the independent offices appropriation bill, said members of 
the Shipping Board were summoned to the Capitol January 6 
in connection with the jute burlap rate war. He said Chairman 
o’Connor and Commissioners Plummer and Smith went to the 
office of Representative Wood, of Indiana, and found there 
ex-Governor Miller, of New York, general counsel of the United 
States Steel Corporation; Mr. Thomas, president of the steel 
corporation’s Isthmian Line; Vice-President Phillips, of the 
Bemis Bag Company; Mr. Lilly, of Norton & Lilly Company, 
shipping agents of Sir John Ellerman’s British line of ships; 
a representative of the American Manufacturing Company, and 
one other. 

Representative Beedy said Mr. Wood stated he had called 
the meeting to see if there was any way to iron out the diffi- 
culties existing between the Shipping Board and foreign steam- 
ship lines with respect to the rates on jute burlap from India, 
and to prevent a rate war, which would be disastrous to all 
concerned and expensive to the United States. 

Mr. Beedy said official records of the board showed that 
Mr. Miller had stated in the conference at Mr. Wood’s office 
that, as a result of the “big stick swinging” by the board, the 
foreign lines “had now become more yielding in their attitude” 
and agreed to permit the Isthmian Line to have 15 additional sail- 
ings from Calcutta to north Atlantic ports, or one fewer than 
the 16 sailings that the board had asked for, but that the for- 
eign lines would not permit in the service any sailings by 
Shipping Board’s vessels. Mr. Beeedy read as follows from the 
board’s report of the meeting in Mr. Wood’s office: 


Why foreign shipping men preferred the Isthmian ships to the 
United States Shipping Board ships was not explained, although 
commented upon. Ex-Governor Miller said that this rate war would 
compel the Steel Corporation to take its ships out of this trade be- 
cause they could not stand the loss that would be involved, and that 
the effect of a rate war in this trade would extend to their other 
services, particularly to their Gulf service, and be detrimental as well 
to their fleet generally. 

One of the first suggestions Governor Miller made was that if 
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this rate war continued, instead of allowing their ships to be driven 
out of the trade the Steel Corporation might find it necessary to 
bring an injunction restraining the government from operating ships 
in that trade. He was thereupon reminded of what the Supreme 
Court had just decided in the Western Union case, and the chair- 
man remarked that he would be glad to take the matter before the 
court, the congress, or the public. oe 

Meeting the declaration that the Shipping Board started the rate 
war, Chairman O’Connor emphatically advised these gentlemen that 
the Shipping Board never had started a single rate war, and atten- 
tion was called to the unyielding attitude of the foreign shippers set 
forth by the declaration of Sir John Ellerman that the Americans had 
no right in this business whatever—that it belonged to the British 
ships. 

"Governor Miller insisted that the rate war was started by the 
Shipping Board, and Mr. Plummer reminded him of the old legal 
principle that ‘‘He who makes it necessary for me to draw my gun 
is the aggressor.”’ : 

When he attempted to impress Congressman Wood with the great 
losses which this rate war would bring upon Shipping Board vessels 
Governor Miller was reminded that on the contrary the rate war would 
be an advantage to the Shipping Board fleet because at present these 
Shipping Board vessels are coming from the east only partly loaded 
and that any cargo secured from Calcutta at a rate which more than 
paid the stevedore and port charges would be a financial benefit. 


Continuing, Mr. Beedy said: 


The report then goes on to say that Chairman Wood remarked 
that there seemed to be some feeling between the parties and that 
they were not accomplishing anything, and that the meeting had 
better adjourn. And thus ended this meeting which, in my judgment, 
would have been more properly held in the offices maintained by 
the government for the transaction of business with the United States 
Shipping Board. 


INCREASE IN WORLD SHIPPING 
The Traffic World New York Bureau 


World production of merchant vessels increased sharply in 
1927, launchings for the year totaling 2,285,000 gross tons, or 
600,000 tons more than for 1926; but, while these figures are the 
largest recorded since 1922, they are still more than 1,000,000 
tons less than for 1913 and nearly 5,000,000 tons below the peak 
year of 1919, according to a statement by Lloyd’s Register of 
Shipping, covering returns from all maritime countries. 


While the United States, with 179,218 tons of merchant 
vessels launched, showed a gain over 150,613 tons 1926, 
Great Britain and Ireland in the same period reported an 
increase of more than 90 per cent, having to their credit 1,225,- 
873 gross tons of vessels launched in 1927, as compared with 
639,568 in 1926. On the other hand, the 1927 total for all other 
maritime nations combined showed a slight decrease from the 
1926 figure of 884,796 tons, as compared with 880,588 tons in 
1927. 


A new high figure for launchings of motorship tonnage is 
reported, the total for 1927 being 863,694, as compared with 
704,006 in 1926 and about 20,000 tons above 1925 figure, the 
highest former record. Great Britain and Ireland, Germany, 
Holland, Denmark and Sweden, all showed gains in this type 
of construction last year. 


Lloyd’s points out that only about 38 per cent of last year’s 
launchings were motor vessels, while in 1926 the proportion 
was 42 per cent, and in 1925 39 per cent. In 1921 the figures 
were less than 8 per cent. ‘ 


Marked declines in the volume of launchings in Italy and 
France &re also noted in the figures for 1927, and as a result 
both countries have fallen back in construction rankings. There 
has also been a general shifting of position and the shipbuilders 
of Great Britain and Ireland are the only ones to retain their 
previous position, still standing at the head of the list. But, 
whereas, in 1926 they launched only 419,000 gross tons more 
than the next country in rank, last year there was a gap of 
936,000 tons. 


Italy, second in 1926, dropped to fifth place last year, her 
launchings decreasing almost 120,000 tons. Germany, however, 
increased her production more than 100,000 tons, and advanced 
from third position to second. The United States, which had 
been fourth, showed a gain of about 30,000 tons, and is now in 
third place. France, which stood fifth, launched about 75,000 
tons less in 1927 than in 1926 and went to eighth position. 

Holland advanced from sixth to fourth place and increased 
her launchings about 25,000 tons. Denmark, with practically no 
change in output, moved from seventh to sixth, and Sweden 
from eighth to seventh, with about 15,000 tons increase in her 
launchings. Japan, with a decrease of 10,000 tons, moved from 
ninth to tenth place, changing places with Russia, whose pro- 
duction showed a gain of 27,000 tons. 

It is shown by the returns that of all the merchant tonnage 
launched in the world in 1927, that which was constructed under 
the supervision of Lloyd’s Register of Shipping and intended 
to be classed with that society aggregated 1,535,082 gross tons 
representing two-thirds of all tonnage launched. 


HOBOKEN PIER CASE 


Representatives of the city of Hoboken appeared before 
the Shipping Board, Jan. 25, to present a claim for compensation 
for loss of taxes sustained on account of government seizure and 
subsequent occupancy of the piers at Hoboken formerly owned 
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and operated by the North German Lloyd and Hamburg-Amer. 
ican Lines. 

Following the hearing the representatives met with the 
Shipping Board’s committee on piers and wharves, consisting of 
Commissioners Teller, Smith and Benson, and agreed to submit 
to the committee a concrete proposal as a basis for future 
discussion. When the proposal is received the Committee will] 
take it under advisement and make recommendations to the 
Shipping Board. 

Those appearing on behalf of Hoboken were Senators Edge 
and Edwards and Mayor Gustav Bach, Commissioners Bernard 
McFeeley and William H. Gilfert, Corporation Attorney Horace 
Allen, and Assistant Treasurer Edward Hunter. 





SPLIT DELIVERY CASE 


Th Shipping Board, through its division of regulation, has 
prescribed that answers to the complaint in No. 45, filed by the 
Associated Jobbers of Los Angeles against suspension of rule 
17 of the U. S. Intercoastal Conference, involving split deliv- 
eries of carload shipments, may be filed up to February 17. 
After the answers have been received, the board will consider 
the matter of setting the complaint for hearing. The complain- 
ants have asked that the hearing be held either at Los Angeles 
or San Francisco. Others interested in the case also desire a 
hearing on the Pacific coast. No plans have been made to hold 
the hearing in Washington. 


CUBAN PARCEL POST BILL 


Passage of H. R. 9195, a bill introduced by Representative 
Watson, of Pennsylvania, to permit entrance into the United 
States of cigars in lots of less than 3,000 is being urged by the 
India House Committee, representing one hundred chambers 
of commerce and trade associations throughout the United 
States. A similar bill was introduced at the last session of 
Congress. Advocates of passage of the legislation say that the 
embargo on cigars by parcel post, if not raised by enactment 
of the proposed legislation by March 1, will result in termination 
by Cuba of the temporary parcel post agreement between the 
United States and Cuba. 


INTERCOASTAL RATES CASE 


The defendants in No. 20306, Baltimore Association of Com- 
merce et al. vs. American-Hawaiian Steamship Company et al., 
have filed a motion to dismiss that complaint for lack of juris- 
diction. They deny that they have dealt in any way with the 
inland rail rates as alleged by the Baltimore complainants. On 
the contrary, they allege that they have dealt solely with the 
rates on ocean traffic, that the intercoastal conference agree- 
ment under which they have acted is lawful, has been expressly 
authorized by the shipping act of 1916, and approved by the 
Shipping Board. They contend that their conduct and practices, 
both individually and as members of the conference, are in ac- 
cordance with the shipping act and are not prohibited by that 
or any other law. 


POSTAL REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective February 1, 1928, the maximum weight limit for letters 
and packages prepaid at the letter rate exchanged between the United 
States and the Argentine Republic, Colombia, Dominican Republic, 
Guatemala, Panama, Paraguay, Republic of Honduras, Uruguay and 
Spain will be 8 pounds 12 ounces (4 kilograms), while the maximum 
weight limit for such articles exchanged with Mexico and Peru will 
be 22 pounds (10 kilograms). 

_ Packages sent at the letter rate must be fully prepaid in all cases. 
With respect to letters in their usual and ordinary form see section 
10 on page 176 of the current annual Postal Guide. 

There is no change in the maximum dimensions allowable, which 
remain at 18 inches (45 centimeters) in any direction, except when in 
form of a roll, when the dimensions allowable are 30 inches (75 cen- 
timeters) in length and 4 inches (10 centimeters) in diameter. 

The item “Letters,” on page 173, and the column ‘Weight limits” 
opposite the item ‘Letters’ in the tables covering the above-named 
countries (sec. 89, Rates and conditions), commencing on page 207 of 
the current annual Postal Guide, are modified accordingly. 


RESTRICTION ON SHIP SALES 


Representative McDuffie, of Alabama, has introduced H. J. 
Res. 178, which is identical with the resolution introduced in 
the Senate (S. J. Res. 77) by Senator Fletcher, of Florida, with 
respect to placing restrictions on the Shipping Board in the 
matter of ship sales. (See Traffic World, Jan. 21, p. 174.) 


SALE OF PACIFIC LINES 

Senator Jones, chairman of the Senate commerce committee, 
has introduced a resolution (S. Res. 116) calling on the Ship- 
ping Board to withdraw advertisements for the sale of its Pacific 
coast lines and requiring that new specifications be prepared 
that will enable any community primarily interested in any of 
the lines to submit bids with such guarantees of protection as 
will enable such purchaser to maintain the line. The resolution 
stated that under the present specifications it would be impos- 
sible for bids to be submitted for individual lines, as the bidding 
would be confined to persons or groups desiring to acquire the 
lines as a composite unit. 
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THE BULL DOG 
Merchandise 
Akron to Seaboard Cities 


FLYING CLOUD 
Merchandise 
Buffalo to Pittsburgh 


THE BISON 
Live Stock— Perishable 
Buffalo to Seaboard Cities 


THE CRACKAJACK 
Merchandise 
Buffalo to Seaboard Citie 


MAN O’WAR 
Live Stock 


Chicago to Seaboard Cities 


THE PACKER 
Perishable Freight 


Chicago to Seaboard Cities 


THE MERCURY 
Merchandise 


Chicago to Seaboard Cities 


THE SALESMAN 
Merchandise 


Chicago to Buffalo 


THE MASCOT 
Merchandise 
Chicago to Pittsburgh 


THE RELIABLE 
Perishable —Merchandise 


Chicago to Coitumbus 


THE VIRGINIAN 
Perishable —Merchandise 


Chicago to Columbus 


THE DERBY 
Perishable —Merchandise 


Chicago to Indianapolis 


THE COLONEL 
Perishable —Merchandise 
Chicago to Louisville 


THE INVINCIBLE 
Perishable —Merchandise 
Chicago to Cincinnati 


SPARK PLUG 
Live Stock —Perishable 


Cincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard 
Cities 


THE CAPTIVATOR 
Merchandise 
Cincinnati to Columbus 


THE STRAITS 
Perishable—Merchandise 
Cincinnati to Detroit 
THE FOREST CITY 


Perishable—Merchandise 
Cincinnati to Cleveland 
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THE EAGLE 
Perishable —Merchandise 


Cleveland to Seaboard Cities 


THE GAS WAGON 
Merchandise 


Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 


St. Louis to Seaboard 
Cities 


UNCLE SAM 
Perishable Freight 


St. Louis to Seaboard 
Cities 


THE CORNUCOPIA 
Merchandise 
Buffalo to Seaboard Cities 


THE ORIOLE 
Perishable Freight 
(From Southern States) 


Washington to New York 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 


Washington to Boston 
THE ACCELERATOR 


Merchandise 
Toledo to Pittsburgh 


“The Limiteds 
of the Freight Service” 


Many shippers throughout America are 
benefiting from the regular, dependable 
on time performances of these 61 named 
Pennsylvania freight trains. 


They constitute a fleet of busy carriers 
whose importance in the industrial and 
commercial life of the nation can hardly 


be exaggerated. 


THE ECLIPSE 
Merchandise 
St. Louis to Seaboard 
Cities 
THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 


THE THOROUGHBRED 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 


THE BULLET 
Perishable Freight 


Indianapolis to Seaboard 
Cities 


THE CAT BIRD 
Perishable—Merchaniise 
Norfolk to New York 
THE PREMIER 
Live Stock 
Pittsburgh to Seaboard 
Cities 


THE IRON MASTER 
Merchandise 


Pittsburgh to New York 
THE CHAMPION 


* Perishable —Merchandise 


Pittsburgh to Wilkes-Barre 





THE ROCKET 
Perishable —Merchandise 


Seaboard Cities to 
Cincinnati 


THE BIG SMOKE 
Merchandise 
Columbus to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE VALET 
Perishable —Merchandise 
Seaboard Cities to Louisville 


THE MIAMI 
Merchandise 
Detroit to Cincinnati 


THE PURPLE EMPEROR 
Perishable— Merchandise 
(From Southern States) 


Washington to Buffalo 


THE NORTH STAR 
Perishable —Merchandise 


Pittsburgh to Buffalo 
THE WHITE MOTH 
Perishable —Merchandise 
Seaboard Cities to Ft. Wayne 
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THE PEERLESS 
Merchandise 


Pittsburgh to Chicago 


THE HUMMER 
Merchandise 


Pittsburgh to St. Louis 


THE STANDARD 
Merchandise 


Pittsburgh to Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to 
St. Louis 


‘THE DIVIDEND 
Perishable —Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE CHALLENGER 
Perishable —Merchandise 
Cincinnati to Chicago 


THE VAMP 
Merchandise 


Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 
Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable —Merchandise 
Seaboard Cities to Buffalo 


THE METEOR 
Perishable —Merchandise 
Seaboard Cities to Cleveland 


THE ARROW 
Perishable —Merchandise 
Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable —Merchandise 
Seaboard Cities to Chicago 


THE YANKEE 
Perishable —Merchandise 
New England to Chicago 


THE COMET 
Perishable —Merchandise 


Seaboard Cities to St. Louis 


THE ACE 
Perishable —Merchandise 
Seaboard Cities to 
Pittsburgh 


THE RENOWN 
Perishable —Merchandise 
Louisville to Chicago 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 


THE TRAFFIC WORLD 
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Freight Rates 


Nineteenth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Freight Rate Factors 


The making of transportation charges by railroad com- 
panies is similar in many respects to the problem of industrial 
concerns in fixing prices for their products. The railroads have 
one product to sell—transportation—and their problem is to fix 
the prices for the service—or the rates—so as to earn the 
largest net return consistent with the best interests of shippers 
and the public welfare. It is a complex problem, for the cost 
of performing the service varies under different conditions, the 
value of the service to the owner of the freight differs con- 
siderably from time to time, and the changes in price levels 
make difficult the adjustment of rates on a basis that is sure 
to be fair to the parties at interest—the carriers, the shippers 
and consignees of freight, and the public at large. 


The ideal to be reached is a system of rates that will pro- 
duce operating revenues sufficient to meet operating expenses, 
fixed costs and special costs, and yield the carriers a fair return 
on the value of their properties used for transportation pur- 
poses, as well as a reasonable sum for additions and better- 
ments to be made in the properties, and that will, at the same 
time, preserve the desired basis of competition between pro- 
ducers and distributors of commodities and between the carriers 
serving areas of production and distributing centers, so as to 
develop a well balanced industrial and commercial system to 
supply adequately the needs of the public. 

This goal is difficult to reach because of the cross currents 
of conflicting interests. A good freight rate system, like a 
good system of democratic government, must ignore individual 
tastes and interests and seek to confer the greatest benefit on 
the largest number. After all, the public is the party most 
vitally interested, for the function of industry, commerce, and 
transportation is to produce, distribute, and carry goods 
so that the greatest number may consume them freely at the 
lowest possible cost. All businesses are, in the last analysis, 
but the servants of the people. 

Rate structures of the United States, as a whole, or in any 
section of the country, and individual rates, to be legal, must 
be reasonable in themselves and must not discriminate unjustly 
or unreasonably prejudice any person, locality, or description 
of traffic or be unduly favorable to other shippers, places, or 
kinds of goods." 


General and Particular Rate Adjustments 


The carriers of the United States usually initiate their rates, 
sometimes as a result of the suggestions of interested shippers 
or after consultation with shippers and consignees affected, and 
usually through simultaneous action in connection with other 
carriers by rail and water. The rates so made are subject to 
attack by shippers or consignees and to regulation by the state 
regulatory commissions and the Interstate Commerce Commis- 
sion. 

Rate structures for the major territories are made so that 
the carriers by groups may earn a fair return on the value of 
their properties used in transportation service, provided the 
carriers are efficiently and economically managed. This rate of 
return was fixed at 5% per cent, with an additional one-half per 
cent for betterments and improvements by the transportation 
act of 1920 for the first two years after the return of the roads 
to their corporate owners in 1920.2. The rate of return allowed 
was changed to 5% per cent by the decision of the Interstate 
Commerce Commission in 1922.*. 

General rate levels by districts are, therefore, set with 
reference to the needs of the carriers, though the act does not 
guarantee this rate of return. The carriers of the major rate 
groups into which the United States has been divided by the 
Commission have failed to earn this rate of return on their 
properties as a whole every year since 1920. A number of indi- 
vidual roads have, however, earned or exceeded the amount. 

The rate of net railway operating income to aggregate prop- 
erty investment of Class I carriers, as estimated by the Bureau 
of Railway Economics for calendar years since 1920, is as fol- 


Rate of Return 
0.09% 


1Interstate Commerce Act, Sections 1, 2 and 3. 
%Interstate Commerce Act, Section 15A. 
*68 I. C. C. 676; May 16, 1922. 


The law provides for the carriers to retain one-half of the 
excess earnings over the rate of return set by the act, as re. 
vised, by the Commission. The other half is payable to the 
United States, to be used as a revolving fund administered by 
the Commission to make loans, on proper and adequate security, 
to roads needing temporary financial assistance for purposes 
approved by the Commission. 


Individual class and commodity rate adjustments are not 
based so directly on the revenue requirements of the carriers. 
In making individual rates, consideration is given to many fac- 
tors, of which the need of the carriers for revenue is only one, 
and often not a controlling consideration. Carriers and the 
Commission, in initiating and adjusting rates, take into con- 
sideration a number of widely differing factors. Each is con- 
sidered and no single one can be said to be the dominant factor 
in all cases. 


The Cost of the Service Factor 


The exact cost of performing railroad transportation serv- 
ices cannot be determined, in many instances, because trans- 
portation expenses often are joint costs. A number of services 
are performed simultaneously in the course of a sinngle railroad 
operation. The cost of such operations often cannot be allo- 
cated precisely to particular movements of traffic. 

When the term “cost” is used in connection with the making 
of freight rates, it may mean one of several things—total costs, 
operating costs, fixed costs, or extra costs. 


Total Costs 


The total or aggregate costs of performing transportation 
services include (1) All items of direct and indirect expenses; 
(2) the cost of obtaining traffic; (3) the expenses of obtaining 
and maintaining roadway and equipment; (4) the expenses of 
moving traffic through the terminals and on the road; (5) the 
fixed charges for financing; (6) taxes; (7) the cost of materials 
and supplies; (8) labor costs; (9) supervisory expenses; (10) 
the expense of management; (11) a reasonable return on the 
investment; (12) a surplus is included in this general list of 
expenses. 

These aggregate costs of setting up and maintaining the 
property of the railroad utility are definitely ascertainable fac- 
tors. They do not directly affect the making of individual 
freight rates or passenger fares except that rate levels are ad- 
justed so as to enable groups of railroads to earn sufficient 
revenue to earn a fair return. Such adjustments require that 
all of these factors be considered. Individual roads and groups 
of roads, after the rate levels are set, seek, as far as possible, 
to fix class and commodity rates so as to yield this aggregate 
return. 

Operating Costs 


Operating costs include all items of expense that vary with 
the amount of traffic carried, though not in direct proportion to 
the volume of traffic. The railroad business is one of increas- 
ing return—a business in which the cost per unit of rendering 
service decreases as the volume of business increases. Oper- 
ating expenses include: (1) The expenses of labor, materials 
and supplies incident to conducting the transportation services; 
(2) the costs of obtaining traffic; (3) the cost of maintaining 
equipment, way, and structures; (4) general and miscellaneous 
expenses of operating and supervising the property. 


Fixed Charges 


Fixed cost includes the factors of expense that do not vary 
appreciably with increases in the amount of traffic hauled. 
These expenses remain constant, within certain limits, whether 
the carrier hauls much or little freight and many or relatively 
few passengers. Fixed expense includes: (1) Interest on 
funded debts; (2) taxes; (3) rentals on leased properties and 
other expenses of this type necessary to the conduct of business, 
but not directly related to the operation of the roads. 

Dividends on common and preferred stocks and _ surplus 
accumulations are not fixed expenses, for the dividends are paid 
only when the carrier earns a sufficient income to warrant the 
payments, and surplus is laid by only in years of prosperity. 
Carriers must, however, build up an adequate surplus and pay 
reasonable dividends to their stockholders in order to support 
their credit and make it possible for their securities to be sold 
at fair prices to develop their systems. 


Extra Costs 


Rail carriers sometimes make specific commodity rates 02 
low-grade heavy articles such as sand, stone, brick, grain, and 
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MIDDLESEX 
TRANSPORTATION CO. 


Operating FAST FREIGHT SERVICE Between 


NEW YORK = NEW BRUNSWICK, WJ, 





Steamers Leave NEW YORK DAILY (Except Sundays) 
from PIER 16, NORTH RIVER, Foot of Barclay St., at 3 P.M. 


Telephone Barclay 8576 







eRIDGEWOOD ’ 
ENGLEWOOD? 





HACKENSACK 


PRINCETON © 
s 


@HIGHTSTOWN 


Steamer Connections Made with and Freight Delivered to Leading 
Water Lines in New York Harbor 


Prompt and Reliable Service Guaranteed 


THE MIDDLESEX TRANSPORTATION CO. 


Also operate DAILY EXPRESS AUTO SERVICE 
Between Camden, Elizabeth, Jersey City, 
Newark, New Brunswick, Rahway, 


Trenton, Philadelphia 
And the following cities in New Jersey: 
Arlingten ...... N. J. | Harrison ....... N. J. | Perth Amboy...N. J. 
Bayenne ....... N. J. | Highland Park..N. J. | Philadelphia ..... Pa. 
Belleville ......N. J. | Hightstown ....N. J. | Plainfield ......N. J. 
Bloomfield .....N. J. | Hoboken ......N. J. | Princeton .....N. J. 
Bogota .......- N. J. | Irvington N. J. | Rahway .......N. J. 
Bound Brook...N. J. | Jersey City N. J. | Raritan .......N. J. 
Burlington .....N. J. | Kearney ....... N. J. | Ridgefield ......N. J. 
Carteret ....... N. J. onia . N. J. | Ridgefield Park.N. J. 
Camden ....... Me. do | EMEOR ccccvces N. J. | Ridgewood .....N. J. 
Chatham . BM. d D. aweeveeuns N. J. | Roselle Park...N. J. 
Chrome ....... N. J. | Lyndhurst ooN. Je Roselle ........ N. J. 
LC  —— N. J. | Maplewood .-N. J. | Rutherford volte Jo 
Cranbury ..... J. | Madison ....... N. J. | Somerville oN. Je 
ranford eevee de Millburn eoceece N. J. South Am cole J. 
Dayton ......-. N. J. | Milltown ......N. J. | South Orange..N. J. 
Dunellen ......N. J. | Montclair .....N. J. | South River....N. J. 
East Millstone..N. J. | Morristown ....N. J. | Springfield ....N. J. 
East Newark...N. J. | Metuchen .....N. J. | Summit........ N. J. 
East Orange....N. J. | Mt. Holly......N. J. | Trenton ....... N. J. 
Elizabeth ...... N. J. | Newark ....... N. J. | Union Hill.....N. J. 
Englewood .....N. J. | New Brunswick.N. J. | Weehawken ....N. J. 
‘anwood ....... N. J. | North Bergen...N. J. | Westfield ......N. J. 
Garfield ....... N. J. | Orange ........N. J. | West Hoboken..N. J. 
GOEWOG ccciccclls de | POEM cccceces N. J. | West New York.N. J. 
Guttenberg ....N. J. | Passaic ........ N. J. | Woodbridge ....N. J. 
Hackensack ...N. J. Paterson ......N. J. West Orange....N. J 
TERMINALS 
PHILADELPHIA, PA. TRENTON, N. J. 
Philadelphia Loca] Express Anchor Warehouse Ce. 
1004 Spring Garden Street New York & Olden Ave. 
Phone POPLAR 4276 Phone 3509 & 3562 
NEWARK, N. J. NEW BRUNSWICK, N. J. 
General Storage Warehouse Co. Main Office 
6 Commercial Street Foot Hamilton Street 
Phone MARKET 3384 Phone 401-410 
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DO THIS NOW! 


It will pay you to act quickly. 





























Send for your copy of the 


PORT BOOK 


It’s absolutely 
FREE 


Ses. 


HIS publication contains informa- 
tion of vital interest to you. 


In its pages will be found shipping data 
about the PORT OF HOUSTON you 
should have in your files . . . descrip- 
tions of the Port . . . pictures showing 
its wonderful wharf, storage and dock 
facilities . . . maps, also articles on 
shipping that will make this book prove 
valuable to you. 


—, 





Drop a line to the 


DIRECTOR OF THE PORT 
5th Floor Courthouse 
HOUSTON TEXAS 
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fertilizers, on a special basis that represents the minimum below 
which no rates are fixed. The carriers do not expect such 
articles to bear all the cost properly chargeable to their trans- 
portation, but only the extra or additional costs incident to 
moving the goods. Commodities of very low value cannot bear 
a share of all the costs because rates made to cover all items 
of expense would often exceed the value of the service. Special 
rates are made sufficiently low to attract the movement of the 
traffic and high enough to pay any extra expense to which the 
carrier is put in moving the traffic. The rate-making officers 
of the carriers assume that many fixed and operating costs 
continue, whether the traffic is moved or not, and establish rates 
on these low value commodities to cover the additional expense 
which the carrier is “out of pocket” in moving this particular 
traffic. Extra handling, switching, car service, and other 
charges are covered, and sometimes a small amount is left to 
defray any additional road movement expense incurred by the 
traffic. 
Distance as a Cost Factor 


Distance is a special cost factor to be considered in rate- 
making. The costs of handling traffic do not always increase 
in proportion to distance. There are instances where, once the 
terminal costs of loading, unloading, switching in the yards to 
make the cars up into trains, billing expenses, and other cost 
items that are virtually the same for all shipments, without 
regard to distance, have been defrayed, the rocd haul costs are 
lower for certain longer distances than for shorter. Grades, 
curves, intermediate classification yard, and other expenses 
often offset differences in cost of hauling goods per ton per 
mile for longer than for shorter movement. In general, distance 
is a rate factor of importance in that it is related to cost, and 
distance is used as one factor in basing rates, particularly class 
rates and high-grade commodity rates. The rates are often in- 
creased by additions for each successive addition of distance, 
but the rates do not increase in proportion to distance. 


The Value of the Transportation Service 


Among the most important bases on which rates are made 
are the value factors. There is often a more or less definite 
increment in value conferred on goods by any transportation 
service. The creation of place utility is measured by the dif- 
ference between the value of the goods at the place of pro- 
duction or manufacture and the value at the market or at the 
place of consumption. This difference in price is the maximum 
that can be charged for transportation and the other sources 
incident to marketing the goods. If grain is worth $1.50 a 
bushel at the Chicago market and $1.65 a bushel at the sea- 
board grain markets, it is obvious that the charges for trans- 
portation and other services cannot exceed 15c a bushel. Actual 
rates of transportation are usually much below the amount of 
the full value of the service. This factor determines the maxi- 
mum rate and indicates the ability of the traffic to bear the 
burden of transportation costs. 


What the Traffic Will Bear 


Another factor of value affecting the making of rates is a 
corollary of the value of the service basis. The factor is usually 
referred to as “what the traffic will bear.” It is often errone- 
ously assumed that this implies that the carriers charge all 
that the shippers can be forced to pay. The actual rates are 
seldom, if ever, set at the maximum amount of the value of 
the service, but at figures well below this level. Effort is made 
to set rates at prices that will move traffic readily and cause 
shippers to develop their businesses, and, in so doing, increase 
the volume of tonnage moved by the carriers. The future as 
well as present conditions are considered in determining “what 
the traffic will bear.’ 


The Intrinsic Value of the Article 


The value of the article is another factor of fundamental 
importance in the making of rates. Ordinarily, freight rates 
must bear a close relationship to the intrinsic value of the 
article. Silks, high-grade cotton textile fabrics, electrical ap- 
pliances, talking machines, radios, furniture, and other manu- 
factured articles are worth more per unit of size and weight 
than sand, slag, coal, gravel, stone, grain, and other bulky low- 
grade goods or manufactured goods of lower value. Articles 
of higher value are said to be able, ordinarily, to bear higher 
rates than articles of comparatively low value. This factor is 
considered in adjusting comparative rates on different com- 
modities between the same points of origin and destination in 
order to distribute the rate load as equitably as possible in 
proportion to the intrinsic value of the articles. 


Competition as a Rate Factor 

Competition is a rate-making factor of primary importance. 
Carriers are obliged to meet the rates made by competing rail- 
roads and of other carriers working in conjunction with com- 
peting railroads. Lower rates are often made to points served 
by several railroads than are made to non-competitive local 
points on one line. Special adjustments of rates are sometimes 
made granting indirect rail lines the right to make lower rates 
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than direct lines to enable the so-called differential, indirect, or 
circuitous lines an opportunity to compete for traffic. 

Railroads’ rates are also affected to a considerable extent 
by coastwise, intercoastal, and inland waterway competition and 
by joint rail and water services. A basis of relationship is 
sought to be preserved between rail-and-water and all-rail rates 
and, in some instances, between all-rail and all-water rates, 
though this basis of relationship is not always possible to main- 
tain because of regulatory restrictions or the changing character 
of the competition. 

Railroad rates are sometimes influenced by the rates of 
the railway express companies, though this competition is less 
direct because of the different characters of the services. Motor 
freight rates are sometimes factors to be considered in making 
railroad rates, especially in the short-haul field. 


Regulation 


Regulation by state and federal governments tends to affect 
the level of railroad rates as well as the measure of particular 
rates. The acts of state governments and of the United States 
government require that railroad charges be reasonable, per se, 
and that such charges are not unjust or unreasonably discrimi- 
natory prejudicial to persons, places, or descriptions of traffic. 

The rulings and decisions of administrative bodies also 
shape railroaad rate structures, as well as individual rates, 
These rulings affect the fixing of maximum and minimum rates 
for the future as well as canceling rates that, in the judgment 
of these bodies, are unjustly discriminatory, unduly preferential, 
unreasonable, per se, or that violate provisions of the regulatory 
acts. 

Public Welfare 


The public welfare and social considerations are factors 
that more or less definitely contribute to rate-making. Rates 
are sometimes modified from their normal bases in order to 
assist in developing industrial and commercial conditions, to 
promote the progress of certain sections or of the whole country, 
or to alleviate hardship. The recent Mayfield amendment to 
the interstate commerce act which permits the carriers to 
reduce rates in emergencies to provide relief in case of dis- 
aster, provided the rates are first authorized by order of the 
Commission, is an illustration of the effect of public welfare 
on rate making.‘ 


4Amending Section 22, paragraph 1, 


interstate commerce act, 
March 4, 1927. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended January 14 
was estimated at 10,871,000 net tons by the Bureau of Mines 
of the Department of Commerce, an increase of 1,023,000 tons 
over the revised estimate for the preceding week, in which 
working time was curtailed by the New Year holiday. Anthra- 
cite production was estimated at 1,590,000 net tons, an increase 
of 304,000 tons over the output in the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended January 14 totaled 419,716 net tons, of which 
217,987 tons were for New England delivery. From Charleston, 
S. C., 11,862 tons were shipped, of which 8,399 tons were foreign 
cargo coal, 3,014 tons foreign bunker coal, and 449 tons coast- 
wise bunker coal. 


COAL AND TRANSPORTATION BILL 


Senator Brookharit, of Iowa, has introduced S. 2826, a Dill 
to prevent monopoly in the production, transportation, and sale 
of anthracite coal in the United States by providing for the 
acquisition by the government of a quantity of lands contain- 
ing coal, leasing the same for mining coal, and the construction 
or acquisition of railroad facilities for the transportation and 
delivery of the same, in order to prevent discrimination in 
transportation service or rates against such lessees. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 21 totaled 12,309 cars, as compared with 16,992 
cars (revised) the preceding week, and 14,339 cars in the cor- 
responding period of 1927, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 1,208 cars; cauliflower, 299 cars; cabbage, 1,027 cars; celery, 
751 cars; cucumbers, imports, 2 cars; eggplant, 1 car; imports, 23 cars; 
grapefruit, 334 cars; imports, 30 cars; green peas, 5 cars; imports, 50 
cars; lemons, 142 cars; lettuce, 1,137 cars; mixed citrus fruit, 170 cars; 
mixed vegetables, 694 cars; imports, 15 cars; onions, 638 cars; peppers, 
23 cars; imports, 40 cars; oranges, 1,013 cars; imports, 23 cars; pears, 
56 cars; spinach, 231 cars; strawberries, 7 cars; string beans, 31 cars; 
sweet potatoes, 400 cars; tomatoes, 136 cars; imports, 177 cars; pota- 
toes, 4,006 cars; imports, 79 cars. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 


References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


YOUR SPOT STOCK 


OMAHA 


WILL BE HANDLED 
IN OUR 


FIREPROOF 
WAREHOUSE 


, With Car eC, Speed 
and Courtesy 


MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE CO. 


UTICA, N.Y. 





In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N.Y. 





PHILADELPHIA, PA. 


DELIVERY 
BREAKING UP 


WAREHOUSING 
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UNION TRANSFER CO. 


sussipiary PHILADELPHIA LOCAL EXPRESS 


Complete FORWARDING Service Established 1867 1004-26 Spring Garden Street 


Dally Delivery Service in Philadelphia and to 250 Surrounding 
Towns at Lowest Minimum Delivery Charges 

















































m Storers, Distributors and Forwarders 
‘ of General Merchandise 


175,000 Square Feet Floor Space 
ee R. Siding. 25c Ins. Rate 





PANAMA MAIL S.8S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 


February 6 

. Ss. February 27 

s.S. March 19 
Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur, 

Balboa and Cristobal (Panama) and Buenaventura. 
Trans-Shipment at Panama for South America and European Ports 


—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 





Electricity Means 
Better Work 


HE Woodstock Electrite, newest member of 
I the Woodstock family, has all the features 
that distinguish the standard Woodstock ma- 
chine, plus the speed and ease of electrical opera- 
tion. It is a revelation in typewriter efficiency and 
high grade character of work. Send for booklet 
which describes both the Electrite and the standard 
Woodstock machine. 


Ask for Demonstration 
Woodstock Typewriter Company 


General Sales Office: 
35 East Wacker Drive, Chicago, Illinois 


Branches in All Important Cities 
Agents All Over the World 


WOODSTOCK (lectrite- 


The MODERN powered by 
typewriter ' electricity 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


————<—$—$—$—$_$_$ $—$—<————————— a rng 


Tariff Interpretation—Sedgman’s |. C. C. 187—Alternative 
Application of Rates 

Louisiana.—Question: William G. Sedgman’s Tariff 1-H 
I. C. C. No. 187, names rates in item 1030 on asphalt, carloads, 
minimum weight 30,000 pounds, to group 1, of 48 cents. 

Item 5, Exceptions to Western Classification, provides Class 
B rate, minimum weight 40,000 pounds. Item 470 provides that 
items in Western Classification apply to both class and com- 
modity rates. 

In view of item No. 405 of this tariff, and in view of the 
fact that a commodity rate takes the commodity out of the 
classification, would not the commodity rate with specified mini- 
mum weight be applicable? 

Answer: Rule 7 (a) of Tariff Circular 18-A provides: 


In every instance where a commodity rate is named in a tariff 
upon a commodity and between specified points such commodity rate 
is the lawful rate and the only rate that may be used with relation 
to that traffic between those points, even though a class rate or some 
combination may make lower. The naming of a commodity rate on 
any article or character of traffic takes such article or traffic out 
of the classification and out of the class rates between the points to 
which such commodity rate applies. However, Rule 7(b) further 
provides: 

If the alternative use of class or commodity rates is necessary 
or desired in any instance, it may be provided by including in dif- 
ferent sections of one and the same tariff such class and commodity 
rates, and by including in each section the specific rule “If the rates 
in Section .... of this tariff make a lower charge on any shipment 
than the rates in Section .... of this tariff, the rates in Section . 
will be applied.”’ 


In other words, under rule 7 (a) a commodity rate does 
usually remove the application of the class rate, even if the 
latter is tower, but the Commission also authorizes the carriers 
to depart from the rule and alternate their class and commodity 
rates, if they so desire, under rule 7 (b), providing they publish 
such rates in one and the same tariff. 


This the carriers have done in the instant case. In this 
connection, note item 405 of the tariff in question, reading as 
follows: 


Whenever a carload (or less-than-carload) commodity rate is es- 
tablished, it removes the application of the class rates to or from 
the same points on that commodity in carload quantities (or less- 
than-carload quantities, as the case may be), except when and in 
so far as alternative use of class and commodity rates that are 
contained in separate sections of this tariff is specifically authorized 
herein. 


Likewise note the phrase at the beginning of section 2 at 
bottom of page 129 of said tariff, reading: 


If the rates in Section 1 make a lower charge on any shipment 
than the rates in Section 2, the rates in Section 1 will be applied. 


Page 123 at bottom of page carries a similar clause alternat- 
ing section 1 rates with section 2. 

The tariff provisions quoted are in accordance with the 
tariff circular rules also quoted above. Therefore if, as you say, 
the class rate in section 1 makes a lower charge than the com- 
modity rate in section 2, the class rate is legally applicable on 
the shipment in question. 

Tariff Interpretation—Intermediate Rule 

Ohio.—Question: Would like to have your opinion in ref- 
erence to application of the intermediate clause as shown in 
Agent H. Wilson’s I. C. C. A-193 covering movement of logs, 
carload, on a commodity basis from Crosby, Pa., to Ashtabula, O. 

We are attaching herewith a map showing the location of 
Crosby, Pa. We have also shown thereon points from which 
commodity rates are published, these being on the same railroad, 
and, according to the intermediate clause shown on page 350 
of the above mentioned tariff, our contention is that according 
to this intermediate clause where a point is located on the 
same line between two points from which commodity rates are 
published, the point intermediate should be protected on the 
commodity basis and as there is a commodity rate from Hinsdale 
of 16 cents and a commodity rate from Ridgway of 18% cents 
the point intermediate should be protected on the 18%-cent 
rate, which is the higher. 

Would be pleased to have you look into the situation and 
advise us what your opinion is in reference to the application 
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of the intermediate clause for protection of the commodity rate 
from Crosby, Pa. 

Answer: The intermediate rule on page 350 of this tariff 
requires the points involved to be on the “same line.” The 
Commission has construed this term to mean the same railroad. 
American Radiator Co. vs. D. & T. S. L., 115 I. C. C. 529, and 
Carter Oil Co. vs. D. & R. G. W., 123 I. C. C. 596. 

Item 2755 is not applicable because it is restricted to route 
3271. Said route, per page 899, is applicable only via Erie R. R., 
Buffalo, N. Y., and N. Y. C. R. R. (west); therefore, is not within 
the meaning of the term “same line.” 

Item 2775 carries no rate to Ashtabula, O., from Hinsdale, 
as we read it, but only to Geneva, O. 

Item 2795 does carry a 21%-cent rate from Wililamsport, 
Pa., and item 3135, 181% cents from Ridgway, Pa. ‘These are 
the only points among those you cite which might be used 
in applying the intermediate rule at Crosby, Pa. However, 
using these points, and we see nothing to prevent it, would 
produce a rate of 21% cents, or the Williamsport rate, and not 
18% cents. 

We might add that we have not checked for a lower basis, 
but confined ourselves to the facts as stated. There may, there. 
fore, be available a lower rated point than Williamsport at 21% 
cents on which to base the rate. 

Tariff Interpretation—Transit at Spokane, Wash., on Tonnage 

Originating at Greer, Idaho—N. P. C. Tariff 34; Henry’s 

i Cc. C. 190 

Washington.—Question: N. P. P. C. F. B. tariff 41 series. 
We find a 36-cent carload rate on lumber from Spokane to Man- 
hattan, Mont., via the N. P. Railway, and 38% cents from Greer, 
Idaho, over the same line. From Greer, Idaho, to Glendive, 
Mont., we find a 43-cent rate and from points taking the coast 
rate we find a 51-cent rate to Glendive. 

On movement of shooks to Manhattan we desire to sur. 
render the Greer transit milling here at Spokane, and feel that 
by paying 43 cents we would legally be entitled to the transit 
refund of 19 cents per cwt., after paying the transit penalty 
of 3 cents per cwt. as outlined in N. P. C. F. B. transit tariff 
34 series. 


This is brought about due to the fact that business condi- 
tions are such that there is danger of some of this heavy rated 
transit expiring before we can use it. 


Answer: Item 260 N. P. C. Tariff 34-G, Agent Henry’s I. C. 
C. No. 190, provides for transit at Spokane, Wash., on traffic 
originating at stations on N. P. Railway or connecting lines in 
Washington, Idaho and Montana east of Yakima, Wash. This 
includes Greer, Idaho, as point of origin. The transit charge, 
per item 10, is 3 cents per 100 pounds, Greer being in the 150 
to 250 mile group. Thus far, we think, there is no dispute, but 
the question arises on the destination and as to whether or not 
the transit is authorized to Manhattan, Mont. 


As to destination territory, the tariff provides: “When des- 
tined to points of destination named in T. C. F. B. Tariffs No. 
2-U, 16-F * * *” and other tariffs listed, including Agent 
S. J. Henry’s No. 108. Then this item goes on to say “or points 
beyond, to which the rate from points taking Rate Basis 1 or 
coast rates is 51 cents per 100 pounds or higher.” The last 
phrase quoted is the crux of the situation. Observe, however, 
that it does not require your rate on the transit movement to 
be 51 cents per 100 pounds, but only that the rate to your des- 
tination from Rate Basis 1 points in the T. C. F. B. tariffs or 
from the Coast Group in the other tariffs be 51 cents or higher. 
We do not read this clause as being a minimum rate clause 
on your transit movement. As pointed out above, your origin, 
Greer, Idaho, is provided for; therefore, if your destination be 
one to which a 5l-cent or higher rate applies, not necessarily 
from your point of origin, but from Rate Basis 1 or Coast Group 
points in the tariffs listed, the transit is applicable. 


We have not checked the rates you cite. However, we note 
that on page 121 of N. P. C. Tariff No. 41, Agent Henry’s I. C. C. 
108, the rate to Manhattan, Mont., from the Coast Group is 52 
cents. Said rate being “51 cents or higher,” Manhattan, Mont., 
is included in the destination territory. Such being the case, 
our opinion is that you are entitled to surrender the Greer ton- 
age and settle on the basis of through rate from Greer to Man- 
hattan plus the transit charge. 


Delivery—Surrender of Straight Bill of Lading 

Vermont.—Question: In connection with a recent delivery 
of a shipment consigned and waybilled as a so-called flat or 
straight consignment, the carrier’s agent demanded the sul- 
render of the original uniform stragiht bill of lading covering 
the shipment, whereupon the consignee refused to surrender 
the document, alleging that the original bill of lading was the 
property of the consignee and one to which the carrier was not 
entitled nor had any interest. 

In the instant case the consignee was known to the deliv- 
ering carrier’s agent, hence its surrender was not for identifica- 
tion purposes, but rather was requested due to other peculiar 
circumstances. 

I would thank you to give me the benefit of your opinion 
retspecting a carrier’s right to demand the surrender of a 80 
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CLASS RATES 


NEW YORK BOSTON 
PHILADELPHIA BUFFALO 
BALTIMORE CHICAGO 
PITTSBURGH ST. LOUIS 
ROCHESTER MILWAUKEE 
SYRACUSE DETROIT 
CLEVELAND CINCINNATI 
TO 
Ten Thousand Destinations 
in the East and South are 
conveniently shown in 


HARTMAN’S EASTERN 
FREIGHT RATES 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON 
F Free Switching to Warehouse. We specialize 
local and pool car shipments. Insurance rates 


— Office Rentals. The Weicker Transfer & Storage Company 


NEWARK, N. J. 
STORAGE 


TRACK 
in the DISTRIBUTION of 
1Se. Loans Negotiated. 


ARKWAREHOUSE CO: A 


Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloade 1 Under Cover 
Grinnell Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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MR. SHIPPER— 


If you are interested in Freight Rates from any one of the 
cities named we will appreciate the privilege of sending you 
our Eastern Freight Rates for a trial period of thirty days. 
This publication is something new in Freight Rate Compila- 
tion and we want the Shipping Public to inspect our work. 

Sign and return the attached coupon and a copy of the 
Best Rate Guide ever built will be laid on your desk. 


W. J. HARTMAN, Publisher 
732 Federal Street, CHICAGO, U.S. A. 


CALIFORNIA 


Modern Fireproof Warehouse Space in 
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Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 
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FRANCISCO 


and Display 


UNION TERMINAL WAREHOUSE COMPANY 


781 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


ix High Density Compresses, Capacity 6,000 Bales 
e 


Throughout. 


Reiadie Transportation at a Moment’s Notice. 
arious Warehouses’ Storage Capacity 400,000 Bales 


Joteerity of Our Warehouse Receipts Is Unques- 
io 


C apacity of Tracks Serving Plants Over 500 Cars. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’? That’s Your 
Business and Yours Only 


GEO. SEALY J. GARRISON 
President Vice-Pres. and Gen’! Manage 





COUPON 


W. J. HARTMAN 
Publisher 
732 Federal St., Chicago 


Send on 30 days’ trial 
Hartman’s Eastern 
Freight Rates, our 
only obligation is the 
return of the issue if 
not satisfactory. 
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called flat or straight consignment in connection with the 
delivery of a shipment so billed. 

Answer: The fact that the carrier may waive its right to 
require the surrender of a straight bill of lading as a condition 
precedent to the delivery of a shipment does not necessarily 
mean that the consignee may demand delivery of a shipment 
without surrender of the bill of lading, unless required to 
do so by a statutory provision, i. e., the provisions of the federal 
bill of lading act. 

For instance, a carrier may waive its right to require the 
prepayment of freight charges, but, on the other hand, may 
refuse to accept freight for shipment unless its charges are 
prepaid. 

Whether or not the bill of lading act requires the surrender 
of the bill of lading on such a shipment as that described in your 
letter is, we believe, to be determined from the provisions of 
section 8 of the bill of lading act, set forth below: 


That a carrier, in the absence of some lawful excuse, is bound 
to deliver goods upon a demand made either by the consignee named 
in the bill for the goods or, if the bill is an order hill, by the holder 
thereof, if such a demand is accompanied by— 

(a) An offer in good faith to satisfy the carrier's lawful lien upon 
the goods; 

(b) Possession of the bill of lading and an offer in good faith to 
surrender, properly endorsed, the bill which was issued for the goods, 
if the bill is an order bill; and 

(c) A readiness and willingness to sign, when the goods are 
delivered, an acknowledgment that they have been delivered; if such 
signature is requested by the carrier. 

In case the carrier refuses or fails to deliver the goods, in com- 
pliance with a demand by the consignee or holder so accompanied, the 
burden shall be upon the carrier to establish the existence of a law- 
ful excuse for such refusal or failure. 


In the following cases statements are made with respect 
to the delivery of a shipment on a straight bill of lading 
without the surrender of the bill of lading, but only in the 
case first referred to does the statement relate to the right of 
the carrier, under the bill of lading act, to refuse to make de- 
livery except upon presentation of the bill of lading. The cases 
to which we have references are: Interstate Window Glass Co. 
vs. N. Y. N. H. & H. R. R. Co., 133 Atl. 102; Dixon vs. Sou. Pac. 
Co., 177 Pac. 14; Pa. R. Co. vs Titus, 142 N. Y. S. 143; Ensign 
vs. Ill. Cent. R. Co., 180 Ill. App. 382; Wall vs. American Railway 
Express Co., 272 S. W. 76. 

In Interstate Window Glass Co. vs. N. Y. N. H. & H., the 
court said: 


The act does not require the carrier to secure the surrender of 
the bill of lading before delivery of the shipment, but it gives it 
the privilege of refusing to make delivery except upon its produc- 
tion and surrender. 

While it is clear that under the provisions of section 8 of the 
bill of lading act quoted above, the surrender of an order bill 
of lading is a condition precedent to obtaining delivery of the 
goods, it does not seem to us that under the wording of this 
section the surrender of the bill of lading is a condition prece- 
dent to obtaining delivery of goods moving on a straight bill 
of lading. 

Inspection—Liability of Carrier for Unauthorized 

Virginia—Question: We made a shipment from “A” to “B,” 
the movement being intrastate. 

This movement was consigned to shipper’s order, notify 
consignee. 

Draft to which bill of lading was attached was not paid by 
consignee. 

However, consignee inspected the shipment and refused to 
accept it. 

We were compelled to return the shipment to the original 
shipping point, bearing freight charges in both directions. 

As a result of the agent at destination permitting the in- 
spection of this shipment without authority we have suffered a 
financial loss to the extent of the freight charges paid. 

Will appreciate your views as to the liability of the car- 
riers in this instance. If you can refer us to court decisions 
covering cases of this kind will appreciate your doing so. 

Answer: With respect to the liability of a carrier where 
goods moving on an order notify bill of lading are inspected 
by the consignee contrary to the provisions carried in the bill 
of lading that inspection shall not be allowed by the carrier 
unless permission is indorsed on the original bill of lading or 
given in writing by the shipper,‘ there are several decisions of 
the courts, certain of which deal with the liability of the carrier 
for knowingly permitting the inspection of the goods by the 
consignee, or rather order notify party, and other cases dealing 
with the carrier’s liability where the order notify party inspects 
the goods without the knowledge or the consent of the railroad 
company. 

As to the liability of a carrier where it permits inspection 
of an order notify shipment contrary to the bill of lading pro- 
vision, it was said in Earnest vs. D. L. & W., 134 N. Y. S. 322, 
that the carrier was not liable in conversion for the value of 
the goods because of an inspection unauthorized by the shipper. 
See also the cases cited in that case and the following: Pitt- 
man-Harrison Co. vs. Shooks, 228 S. W. 993; Burkenrod-Gold- 
smith Co. vs. Ill. Cent. R. Co., 70 Sou. 44, and First National 
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Bank of Wadena vs. Farmers’ Saving Bank of Traer, Ia., 199 
N. W. 570. 

In the Burkenrod-Goldsmith case it is held that every cop. 
signee is entitled to an inspection of goods shipped in carloaq 
lots before he is bound to accept or reject the shipment. 

In the last referred to case, namely, First National Bank of 
Wadena vs. Farmers’ Saving Bank of Traer, Ia., 193 N. W. 570, 
the court held that where a seller negotiated sight draft ang 
bill of lading to a bank, and the bank forwarded sight draft 
and a delivery order to another bank, and the other bank, op 
buyer’s payment of the freight, turned the delivery order over 
to the buyer to enable the buyer to inspect the goods without 
payment by the buyer of the sight draft, and the buyer op 
inspection refused to accept the goods, the second bank was 
not liable to the first bank on the theory that it was negligent 
in surrendering delivery order to buyer without payment of sight 
draft, since the first bank suffered no damages, the buyer not 
obtaining title to nor converting the goods. 

It is possible that if the carrier is sued for its breach of 
contract not to allow inspection, that damages proved to have 
resulted from the rejection of the goods could be recovered 
but we know of no cases so holding. In Earnest vs. D. L. & W, 
134 N. Y. S. 322, the court uses language which suggests the 
possibility of a recovery under such circumstances. 

Tariff Interpretation—Classification of Ledger Leaves, Statement 
Sheets, Bank and Deposit Checks 

Missouri.—Question: Please refer to Consolidated Freight 
Classification No. 5, effective December 15, 1927, page 344, item 
20, Paper Automatic Register, Cash Register or Computing Ma- 
chine Paper Printed. 

We manufacture what is termed ledger leaves and statement 
sheets, to be used in adding machines or bookkeeping machines. 
Do you believe that these articles could be classified as ‘“com- 
puting machine paper, printed,” and on what do you base your 
opinion? 

Also refer to page 348, No. 19. This classification lists 
checks and tickets register, N. O. I. B. N.; sales or transfer, 
bound or unbound, printed. We manufacture what is termed 
counter checks and deposit tickets. Do you believe that these 
articles can be classified as “checks or tickets register” and 
on what do you base your opinion? If you believe that they 
cannot, what is your interpretation of the words “register” and 
“transfer” in this item? 


Please give us authorities. 


Answer: In our opinion, the ratings provided in items 19, 
20 and 21 on page 344 of Consolidated Freight Classification No. 
5 on automatic register, cash register, or computing machine 
paper, are not applicable on ledger leaves and statement sheets. 

We are also of the opinion that the ratings provided for in 
item 19 on page 348 of Consolidated Freight Classification No. 
5 on checks or tickets, register, N. O. I. B. N., sales or transfer, 
are not applicable on counter checks and deposit tickets. 


We are of the opinion that the ratings on forms, N. O.I. B.N., 
ruled or not ruled, as published in items 20 and 21, on page 345 
of Consolidated Freight Classification No. 5, are applicable to 
on leaves, statement sheets, counter checks and deposit 
tickets. 


In this connection, see the Commission’s opinion in Men- 
phis Freight Bureau vs. C. & O. Ry. Co., 51 I. C. C. 731. 


As to the meaning of the word “register” as used in item 
20, page 344, and item 19, page 348, the Commission, on page 733 
of its report in Memphis Freight Bureau vs. C. & O. Ry. Co. 
51 I. C. C. 71, said: 


The complainant submitted numerous comparisons of the ratings 
on paper articles, in less than carloads, under the different classifica- 
tions, practically all of which were lower than first class, but the only 
other printed matter mentioned that is rated lower than first class 
in any of the classifications was automatic-register paper in rolls, 
which is used for the same purpose as sales checks and rated the 
same in both the official and southern classifications. 


In its opinion in the case above referred to the Commission 
held that street railway transfers were not entitled to the same 
rating as applied on sales checks, but the carriers have, appal- 
ently, since the Commission’s opinion in this case, seen fit t0 
accord transfer checks or tickets the same ratings as applicable 
on sales checks, the term “Transfer” used in item 19, page 348, 
applying, in our opinion, to street railway transfer checks 0 
tickets. 

Routing and Misrouting—Switching vs. Road Haul for Terminal 
Carrier 

Ilinois—Question: A carload of sand was shipped from 
Bay City, Wis., to Lake Forest, Ill. On the car in question, 
Cc. B. & Q. Bay City bill of lading shows routing C. B. & Q. 
care of C. & N. W., and same was billed on basis 9% cents, 
local rate to Chicago, plus 3 cents a hundred, local C. & N. W. 
rate Chicago to Lake Forest. (Lake Forest is not within the 
Chicago switching district.) 

There is a published through rate of 12 cents, Bay City, 
Wis., to Lake Forest, Ill., applying C. B. & Q. via La Crosse, 
Wis., care C. & N. W., or a difference of 10 cents a net to2, 
and it would appear that the C. B. & Q. elected. to take theif 
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full or long haul in routing via Chicago, making sums of locals 
applicable. 

The fact that delivering road was shown on lading, without 
indicating junction point over which through class rate was 
published, is the excuse offered by the C. B. & Q. for routing 
via Chicago, and which they claim is a lawful act. 


Six months prior to movement application was made to 
interested lines to publish a rate of 9144 cents through Bay City 
to Lake Forest, for reasons which carriers acknowledged suffi- 
cient. However, action was delayed for collection of detail 
among committees and carriers, publication being made Novem- 
ber 30 and effective January 15, 1928. 


This rate applies only via C. B. & Q., La Crosse, Wis., care 
Cc. & N. W., whereas movement has been via Chicago, care 
C. & N. W. The carriers had agreed to allow claim for repara- 
tion, which under the rule would require routing or exchange 
of haul at La Crosse, Wis., so carried in the tariff. — 


This inquiry covers two questions. First, as outlined in 
items 1, 2 and 3. Second, if C. B. & Q. were in error as to not 
routing via La Crosse via which junction a through rate was 
published, what protection have I in way of reparation or claim 
as outlined in last two paragraphs? 

Answer: Under the findings of the Commission in Fech- 
heimer Steel & Iron Co. vs. Pennsylvania Railroad Co., 51 I. C. C. 
183, the mere designation of the delivering carrier in a bill of 
lading without qualifying words, such as “delivery,” indicates 
that a line haul over that line is desired. The shipper, having 
merely shown the names of the carriers over which he desired 
the shipment transported, it was the duty of the initial carrier 
to forward the shipment via the cheapest route composed of the 
lines specified by the shipper in the bill of lading. It is there- 
fore our opinion that the initial carrier misrouted the shipment 
in question. 

As to the matter of reparation which would be involved 
were the initial carrier not chargeable with misroute, see Gos- 
line & Co. vs. D. G., 55 I. C. C. 220. In this case the Commission 
holds that the shipper is not to be denied a reasonable rate 
over a through route merely because a lower rate could have 
been secured by the use of another route. Proof of the unrea- 
sonableness of the rate applicable via La Crosse would carry 
with it an award of reparation. 


Reconsigning—No Duty Resting Upon Carrier to Advise Shipper 
that Through Rate Not Applicable via Original Point orf 
Destination 


South Carolina.—Question: On May 27, 1927, we shipped 
a car of sweet potatoes from Travis, N. C., on the Norfolk & 
Southern Railway. Car was billed to Potomac Yards, Va., and 
later diverted to New York. 

Carriers assessed charges on basis of 32 cents per cwt. to 
Potomac Yards, and 28 cents per package beyond. We filed 
claim on basis of 33144 cents per package, rate being furnished 
by the Norfolk & Southern Railway Company, and our claim 
was declined, with the advice that through rate did not apply 
via Potomac Yards. 


Was it not the duty of the Norfolk & Southern Railway to 
advise us that through rates did not apply via Potomac Yards 
to eastern markets when car was offered for shipment? 

Any information, as well as reference to court and Commis- 
sidn decisions, will be appreciated. 

Answer: While we do not locate an opinion of the Com- 
mission so holding, it is our opinion that there is no duty rest- 
ing upon a carrier to advise a shipper who requests a reconsign- 
ment of his shipment, that there is no through rate from point 
of origin to the reconsigned destination applicable via the point 
to which the shipment was originally consigned. This for the 
reason that a reconsignment does not necessarily presuppose 
the application of a through rate on the shipment, although 
reconsignment is, as a general rule, associated with the appli- 
cation of a specific through rate, which is often less than the 
sum of the intermediate rates in and out of the point of original 
destination. 


Tariff Interpretation—Ratings on Articles Not Packed in Accord- 
ance with Classification 

California.—Question: Item 7, page 210, Western Classifica- 
tion No. 60, provides a rating of double first class on wooden 
chairs, N. O. I. B. N., set up, when wrapped in burlap or paper, 
and a rating of one and one-half times first class when boxed. 

Note 1, page 198, prescribes regulations for wrapping furni- 
ture in paper or burlap and provides a penalty of one class 
when the regulations are not fully complied with. 

In case a chair is shipped loose without being wrapped, 
should it be penalized one class as per Note 1, or three classes, 
as per Rule 5, Section 3-D, this penalty being the one provided 
for in cases where the classification provided that the article 
should be shipped in boxes and they are actually shipped loose? 

Item 21, page 88, provides a rating of first class on belting, 
in rolls covered in paper and burlap or double burlap. On 
belting shipped in unwrapped rolls, should the shipment be 
penalized one class as per Rule 5, Section 3-C, or three classes 
as per Section 3-D? 
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Answer: The last phrase of Note 1, page 198, of Congo). 
idated Classification No. 5, reads: 


This penalty does not apply to furniture in any other form g 
shipment than referred to in this note. 


There is nothing in this note, as we read it, relating ty 
articles shipped loose. It relates only to the specific methog 
of packing or wrapping furniture, i. e., in accordance with the 
packing and wrapping descriptions used in the various clagg. 
fication items covering furniture. In other words, the furpj. 
ture rating items specify the method of packing under which 
the ratings apply and Note 1 outlines and describes the packing 
terms so used. It does not relate to methods of packing other, 
than those specified in the furniture rating items. 

Note 1, in our opinion, applies only in those cases where 
the shipper in packing or wrapping his article attempts to meg 
the requirements of the furniture rating items, but fails to fully 
comply therewith. In other words, it applies, in our opinion, 
where he ships in purported compliance with the descriptions 
specified in the furniture rating items, but not where he inter. 
tionally or inadvertently ships in a manner entirely contrary 
to said requirements, not meeting in any respect the require 
ments of the furniture rating items. An article of furniture 
shipped loose, in our opinion, belongs to the latter class, and, 
therefore, is not covered by Note 1, but is subject to a rating 
of three classes higher, under Section 3-D of Rule 5. 


As to your second query regarding the rating on belting, it 
is our view that said shipment should also be penalized three 
classes, as per Section 3-D of Rule 5. Observe that Section 3¢ 
provides in part “* * * and the article is shipped in the form 
specified but without full compliance with the specific regula. 
tions for such form of shipment. * * * ” In other words, the 
article must be shipped in the “form specified but without full 
compliance” with the wrapping requirements before Section 3¢ 
operates. For example, Item 21, page 88, specifies that belting 
may be shipped loose, “in rolls covered with paper and burlap 
or double burlap.” Suppose the belting were covered only with 
paper or covered only with single burlap, without the paper, 
In either case, there would not be a full compliance with the 
packing requirements of Item 21, but there would be a part 
compliance, so Section 3-C of Rule 5 would be applicable. In 
the instant case, i. e., where the shipment is loose with no 
wrapping whatever, there is no attempt at a compliance with 
the packing or wrapping requirements of Item 21, Section 3¢ 
of Rule 5, therefore, is not, in our opinion, applicable, Section 
3-D applying. 

Tariff Interpretation—Mixed Carloads—Application of Class Rate 
vs. Commodity Rate 


Ohio.—Question: A number of commodities are shipped in 
a mixed carload, origin and destination both being in Official 
Classification territory. Each commodity is provided with a 
carload rating. 

One of the commodities in the mixture is fire brick. In the 
Official Classification, fire brick is rated 6th class, carload mit 
imum weight 40,000 pounds. From the point of origin to destina 
tion there is a commodity rate on fire brick, carrying minimum 
of 60,000 pounds. 

If the fire brick could be rated according to the classification 
and the classification minimum used, the entire mixture would 
be charged 40,000 pounds at the 5th class rate—40,000 pounds 
being the highest minimum and 5th class rate the highest rating. 
We are, of course, referring to Rule 10. 

Carriers are claiming that Rule 10 cannot be applied o 
account of the commodity rate applying on fire brick in straight 
carloads, unless a 60,000 pound minimum be charged. The 
latter minimum would make a higher total charge than separate 
charges based on less carload rating. 

What is your opinion as to the correctness of the carriers 
interpretation? 


Answer: Rule 7 (a) of Tariff Circular 18-A provides: 


In every instance where a commodity rate is named in a tariff 
upon a commodity and between specified points such commodity rate 
is the lawful‘rate and the only rate that may be used with relation 
to that traffic between those points, even though a class rate 
some combination may make lower. The naming of a commodity 
rate on any article or character of traffic takes such articles 0 
traffic out of the classification and out of the class rates betweel 
the points to which such commodity rate applies. 


Likewise, Conference Ruling 84 of the Interstate Commer¢t 
Commission reads: 


A carrier having a high class rate on furniture with a low mill 
mum also had a lower commodity rate with a higher minimum. In 
response to an inquiry whether they are privileged to use eithe 
rate as they desire: Held, That the only purpose of making a com 
modity rate is to take the commodity out of the classification. Th 
commodity rate is, therefore, as stated in Rule 7, Tariff Circulat 
15-A, the lawful rate. And if the carrier does not desire to apply tt 
on ail shipments it must be canceled. (See also Rule 7 of Tariff Ci 
cular 18-A.) 


Consequently, the commodity rate on the fire brick, with it 
minimum of 60,000 pounds, prevents the use of the class rat? 
and its minimum of 40,000 pounds. 
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Digest of New Complaints 





No. 20099. Sub. No. 1. International Paper Co. et al., New York, N. 
Ya ee em. C.-T. Ct SL : 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from points in New York, Maine, New Hampshire, Vermont 
and Massachusetts, and Quebec, to points in Alabama, Tennessee 
and other states. Asks rates for future. 

No. 20257. Sub. No. 1. North American Cement Corp., Albany, N. Y., 
vs. Pennsylvania et al. 

Rates in violation of sections 1, 3 and 13 of the act, on crushed 
stone, from Security, Md., to destinations in Pa. and W. Va. 
Asks rates for future. 

No. we Sub. No. 7. Amicon Fruit Co., Williamson, W. Va., vs. N. 

. C. ot al. 

Rates in violation of sections 1 and 4 of the act, on cabbage, 
from Memphis, N. Y., to Williamson, W. Va. Asks rates for fu- 
ture and reparation. 

No. 20360. Sub. No. 8. Same vs. Same. 

Same complaint and prayer with respect to cabbage from Spen- 

cerport, N. Y., to Williamson, W. Va. 
No. 20360. Sub. No. 9. Same vs. Same. 

Same complaint and prayer with respect to cabbage from Ham- 
lin, N. Y., to Williamson, W. Va. 

Noa. 20360. Sub. No. 10. Same vs. West Shore et al. 

Same complaint and prayer with respect to cabbage from Oak- 
field, N. Y., to Bluefield. W. Va. 

No. — Sub. No. 1. Tidal Oil Co. et al., Tulsa, Okla., vs. Santa Fe 
et al. 

Unreasonable rates and charges on gas engines and compressors 
from points in New York, Ohio and Kansas to points in Oklahoma 
and between points in Oklahoma and Texas and between Kansas 
and Oklahoma. Asks rates, charges and minimum weights for 
future and reparation. 


No. 20430. Sub. No. 3. Amicon Fruit Co., Williamson, W. Va., vs. 
New York Central et al. 

Rates in violation of sections 1 and 4 of the act, on apples, 
from North Rose, N. Y., to Williamson, W. Va. Asks rates for 
future and reparation. 

No. 20494. Great West Mill & Elevator Co., Amarillo, Tex., vs. Pan- 
handle & Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act on grain and 

rain products, from points in Oklahoma and Texas to points in 
Row Mexico on the line of the A. T. & S. F. Asks rates for 
future and reparation. 


No. 20496. Simmons Co., New York City, vs. C. & N. W. et al. 
Rates and charges in violation of sections 1 and 6 of the act, on 
metal bedroom furniture, mattresses and miscellaneous metal and 
wood furniture products from Kenosha, Wis., to points in Cali- 
fornia and Washington, particularly with reference to cotton mat- 
tresses included in shipments. Asks rates for future on ‘‘mat- 
tresses, upholstered box springs’’ and reparation. 


No. 20498. Albany Perforated Wrapping Paper Co., Albany, N. Y., vs. 
Lehigh Valley et al. 

Rates in violation of sections 1 and 3 of the act, on woodpuip 
from Port Newark, N. J., to Fulton, N. Y. Asks rates for future 
and reparation. 

No. 20498. Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to woodpulp from Port 

Newark, N. J., to Skaneateles Jct., N. Y. 


No. 20499. Bert H. Claspy, Dowagiac, Mich., vs. Michigan Central. 
Charges and practices in violation of sections 1, 3 and 6 of the 
act on coal from points in W. Va. and Ky. to Dowagiac, Mich. 
Asks refund of unlawful demurrage charges and reasonable and 
joint facilities for unloading of hopper cars of coal at Dowagiac, 
just and reasonable rules and reparation. - 
No. 20500. K-T Oil Corp., Wichita, Kans., vs. Santa Fe et al. 
Unreasonable rates on petroleum lubricating oil from Coraopolis, 
and other points in W. Va. to Wichita, Kans. Asks rates for 
future and reparation. 
No. Dg tag — Produce Exchange, Pocomoke City, Md., vs. A. 
. L. et al. 
* Unreasonable rates on strawberries in refrigerator cars from 
Wallace, Rose Hill, Chadbourn, and Mount Tabor, N. C., to 
Boston, Mass. Asks rates for future and reparation. 
No. 20501. Sub. No. 1. Peninsula Exchange, Inc., Pocomoke City, Md., 
va, A. ©. Te et al. 


Same complaint and prayer. 

No. 20502. Miner Lumber Co., Warsaw, Ind., vs. Pennsylvania et al. 

Unreasonable rates on rough lumber from Warsaw and Pierce- 
ton, Ind., to Medina, O.’ Asks rates for future and reparation. 

No. 20503. Gordon Candy Co. et al., Omaha, Neb., vs. B. & O. et al. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of 
the act, on chocolate coating from Florin, Hershey, Philadelphia, 
Pa., and other points in Pa., and from New York City to Council 
Bluffs, Ia., and Omaha, Neb. Ask rates for future and reparation. 

No. 20504. Minnesota Valley Canning Co., Le Sueur, Minn., vs. C. 
& N. W. et al. 

Rates in violation of first three sections of the act, on empty 
tin cans, from Chicago, Ill., to Le Sueur, Minn. Asks reasonable 
rates and reparation. 

No. 20504. Sub. No. 1. Blue Earth Canning Co., Blue Earth, Minn., 
vs. C. & N. W. 

Same complaint with respect to empty tin cans, from Chicago, 

Ill., to Blue Earth, Minn. Asks reasonable rates and reparation. 
No. 20504. Sub. No. 2. Fairmont Canning Co., Fairmont, Minn., vs. 
Cc. & N. W. et al. 

Rates in violation of first three sections of the act, on empty 
tin cans from Chicago, Ill., to Fairmont and Winnebago, Minn. 
Asks reasonable rates and reparation. 

No. 20505. J. P. Baker et al., doing business as Hallsboro Manufactur- 
ing Co. et al., Hallsboro, Va., vs. A. C. L. et al. 

Rates in violation of sections 1 and_3 of the act on excelsior, 
from Hallsboro, Norfolk, Portsmouth, Richmond, Peterburg, Ash- 
land and Jarratt, Va., to Louisville, Ky., Cincinnati, O., St. 
Louis, Mo., Cleveland and Columbus, O. Asks rates for future. 

No. 20506. Lewis Furniture Co., Inc., Huntington, W. Va., vs. N. Y. 


C. et al. 
Rates in violation of sections 1 and 4 of the act, on rugg, in 
rolls and bales, from Amsterdam, N. Y., to Williamson, . Va. 


Asks rates for future and reparation. 
No. 20507. Augusta Hardwood Co., Augusta, Ga., vs. A. C. L, et al. 

Charges in violation of sections 1 and 6 of the act, on lumber 

from Augusta, Ga., to Bassett, Va. Asks reparation, 
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No. 20508. Arizona Grocery Co. et al., Phoenix, Arix., vs. Santa Fe 
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et al. 

Rates in violation of sections 1 and 4 of the act, on grapes from 
Bentonville, Fayetteville, and Farmington, Ark.; Lakeside anq 
Harbert, Mich., and Aurora, Mo., and other points in those states 
to Phoenix, Ariz. Ask rates for future and reparation. H 

No. 20509. White Eagle Oil & Refining Co. et al., Kansas City, Mo 
vs. Great Northern et al. bs 

Rates in violation of section 1 of the act, on petroleum and its 
products, including lubricating oils and greases, from Casper, Wyo 
and other points in that state, to points in Mont., N. D., and 
northern Minnesota. Ask rates for future and reparation. 

No, 20511. Federated Metals Corp., New York City, N. Y., vs. Penn- 
sylvania et al. 

Unreasonable rates on scrap copper from Syracuse, N. Y., to 
East Liberty, Pa. Asks rates for future and reparation. 

No. or Berney-Bond Glass Co., Columbus, O., vs. L. E., F. & ¢ 
et al. 

Rates in violation of sections 1 and 4 of the act, on glass bottles 
from Clarion, Pa., to Nashville, Tenn. Asks rates for future and 
reparation. 

No. 20513. Freight Traffic Department, Concord Chamber of Commerce 
Concord, N. H., vs. Boston & Maine et al. : 

Rates in violation of sections 1 and 4 of the act, on hammered 
building granite, from Concord, N. H., to Hartford, Conn. Asks 
rates for future and reparation. 

No. 20514. The Barrett Co., New York City, N. Y., vs. Erie et al. 

Unreasonable rate on oil tar from Paterson, N. J., to stations 
in Philadelphia, Pa. Asks rate for future and reparation. 

No. oy Egyptian Tie & Timber Co., St. Louis, Mo., vs. B. & 0. 
et al. 

Unreasonable rates on mine props from Steelville, Mo., to Breese 
Ill. Asks reasonable rates and reparation. ‘ 

No. 20516. George B. Hild et al., as executive committee representing 
the Protective Committee of Holders of Securities issued by the 
Chicago, North Shore & Milwaukee, Chicago, Ill., vs. Chicago, 
North Shore & Milwaukee. 

Ask determination of jurisdiction of Commission over securi- 
ties of defendant. See Traffic World, Jan. 14, p. 89. 

No. 20517. Prine Lumber Co., Quincy, Fla., vs. Ann Arbor et al. 

Unreasonable rates on lumber from Quincy and Littman, Fia., 
to all points in the eastern half of the United States. Asks rates 
for future and reparation. 

No. 20518. Tulsa (Okla.) Traffic Association et al. vs. Santa Fe et al. 

Unreasonable rates on oil well supplies, wrought iron and steel 
pipe and casing and rig-irons between points in Kansas, Okla- 
homa, Arkansas and Texas. Asks rates for future and reparation. 

No. 20519. Standard Oil Co. of La., Baton Rouge, La., vs. El Dorado 
& Wesson et al. 

Rates and charges in violation of section 1 of the act, on casing- 
head gasoline from Oil Hill, Ark., to North Baton Rouge, La. 
Asks rates for future and reparation. 


No. 20520. Carolina Shippers’ Assn., Inc., Wilson, N. C., vs. A. C. L. 
et al. U nreasonable rates on strawberries and huckleberries, from 
Rose Hill and other N. C. points to Boston, Mass., and Providence, 
R. I. Asks reasonable rates and reparation. 

No. 20521. Kieckhefer Container Co., Fish House, N. 
Sylvania et al. 

Unreasonable rates and charges on woodpuip from Baltimore, 
Md., and Boston, Mass., to Fish House, N. J. Asks rates for 
future and reparation. 

No. au Rupert Milling Co., Rupert, Ida., vs. Oregon Short Line 

al. 

Rates in violation of first four sections of act on alfalfa meal, 
from Rupert, Ida., to Portland, Ore. Asks rates for future and 
reparation. 


No. 20523. Milliken Brothers’ Yew York, 
N. Y., vs. Pennsylvania. oe 

Unreasonable rates on second hand building material from EI- 
wood, N. J., to Greenville Piers, N. J., for export to South Amer- 
ican and Central American countries. Asks reparation. 

No. 20524. Alexander Smith and Sons Carpe Oo. y. ¥., vs. 
New York Central et al. atieiadisniapcadesiiscan 

Unreasonable rates on wool noils and mohair noils from San- 
ford and Springvale, Me., to Nepperhan, N. Y. Asks rates for 
future and reparation. 

No. bey Fruit Products Co. of Fla., Eagle Lake, Fla., vs. A. C. L. 

Rates in violation of sections 1 and 6 of the act, on canned 

rapefruit, from Eagle Lake, Fla., to Toronto, Ont. Asks rates 
or future and reparation. 

No. ou North Shore Material Co., Libertyville, Ill., vs. C. & N. W. 

Rates or charges in violation of sections 1, 2, 3, and 13 of the act, 
on sand and gravel from Liberty Lake, IIl., to Racine and Racine 
Jct., Wis. Asks relief for future and reparation. 

No. 20527. State of Idaho ex Rel. Public Utilities Commission 0 
Idaho, Boise, Ida., vs. Oregon Short Line et al. 

Rates, fares and charges in violation of sections 1, 2 and 3 of 
the act, on fuel oil and/or road oil from points in California, Utah 
and Wyoming to points in Idaho. Asks rates for future. 

No. 20528. Southern Builders’ Material Co., Ine., New Orleans, La. 
va. A. G. 3. et al. 

Rates in violation of sections 1 and 4 of the act, on rough marble 
and polished marble from Knoxville, Tenn., to Shreveport, La. 
Asks rates for future and reparation. 

No. 20529. Vitrolite Products Co. et al., Atlanta, Ga., vs. A. C. L. etal. 

Unreasonable rates on polished marble from Knoxville, Tenn. 
to Miami, Fla. Asks reparation! 

No. —% The Ohio Match Co., Wadsworth, O., vs. Chicago & Erie 
€ . 

Rates in violation of first three sections of the act, on matches 
from Wadsworth, O., to points in California, Oregon, Washington 
and Colorado. Asks rates for future and reparation. 

No. 20531. Simms Oil Co., Dallas, Tex., vs. H. & T. C. et al. 

Unreasonable rates on oil well supplies from Norphlet, Ark., to 
Mexia, Tex. Asks rates for future and reparation. 

No. aceee. The Colonial Salt Co. et al., Akron, O., vs. Chicago & Erie 
et al. 

Rates in violation of sections 1, 2, 3 and 13 of the act, on salt, 
in packages and in bulk, from Akron, Wadsworth and Cleveland, 
O., and St. Clair and Detroit, Mich., to points in Pennsylvania, 
New York, Maryland, New Jersey, Massachusetts, Vermont, Con- 
necticut and Rhode Island. Asks rates for future and reparation. 

No. 20534, Hilgartner Marble Co., Baltimore, Md., vs. Ann Arbor et 4l. 
Charges in violation of section 1 of the act, on polished marble 
from Baltimore, Md., and Baltimore freight stations to points in 
Official and Southern classification territories, Asks cease @ 
desist order and reparation. 
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ONE OF THE WORLD’S MOST MODERN OCEAN TERMINALS IS AT THE 


PORT OF MOBILE 


Concrete Wharves Electric Derrick, 75 tons capacity 

Enclosed Fireproof Transit Sheds Coal and Material Handling Plant with ample open storage 
Extensive Shipside Fireproof Warehouses Industrial Sites on Canal and Ocean front 

Cotton Compress and Warehouse Joint Interchange Tracks connecting all Railroads 

Automatic Sprinklers in all buildings Terminal Railway serves all Industries and connects all facilities 


MOBILE IS SERVED BY THE FOLLOWING RAILROADS 
ALABAMA, TENNESSEE & NORTHERN R. R. (With its St. L. & S. F. Ry. Traffic arrangement) 
GULF, MOBILE & NORTHERN R. R. (With its C. B. & Q. R. R. Traffic arrangement) 
LOUISVILLE & NASHVILLE RAILROAD 
MOBILE & OHIO RAILROAD 
SOUTHERN RAILWAY SYSTEM 


ALABAMA STATE DOCK COMMISSION MOBILE, ALABAMA 





Peoria, the gateway between Eastern and Western Trunk line territories— 
no time lost in transfer. 


USE PEORIA GATEWAY 


Half-way Between Chicago and St. Louis 


Shippers often overlook the terminal, a vital _ You will find the P. & P. U. Railway render- 
link in the routing of merchandise which re- ing extremely efficient service and cooperation 

; : A to shippers who appreciate rapid transit of 
quires speed in shipment. their merchandise. 
















Peoria is also a rate breaking point which 
gives it considerable advantage over other 
cities in the mid-west in the matter of freight 
rates. 


Congested terminals often cause a delay in 
transfer of several days, as against the few 


hours consumed in Peoria Terminal. 
1 
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PEORIA AND PEKIN UNION RAILWAY#4COMPANY = 


INQUIRIES SOLICITED Address E. F. Stock. Traffic Manager UNION STATION, PEORIA, ILL. 











































































































MEN IN TRANSPORTATION 





Whether or not the recommendations of Attorney-Examiner 
Leo J. Flynn in his proposed report in No. 18300, motor bus and 
motor truck operation, eventually become a part of the regu- 
latory laws governing common carriers, the report will stand 
out as a comprehensive work on the subject of the motor 
vehicle as an instrumentality of commerce. 

In the more than 27,500 words in the report, the author not 
only dealt with the problems related directly to the motor bus 
and the motor truck as common carriers and proposed regula- 
tion of such carriers, but also outlined the transportation situa- 
tion as a whole and discussed the entire problem from the 
point of view of transportation policy. 

Coming from a family of early settlers in Iowa, and having 
listened to stories of the Indians in his boyhood days, Mr. Flynn, 





LEO J. FLYNN 


in reviewing the development of transportation in the United 
States, naturally thought of the Indian travois, and thus he 
wrote the rather poetic opening paragraph: 


Indian travois and canoe, ox cart, pack horse, Conestoga wagon, 
stage coach, canal barge, steamboat, steam railroad, electric railway, 
motor vehicle, airplane—these words spell the progress of transporta- 
tion in America. 


“The vital factor in regulatory control over motor carriers 
is the certificate or permit issued by the regulatory body for 
a specified motor operation after finding that it is in the interest 
of ‘public convenience and necessity,’” says Mr. Flynn, adding 
that the railroads are subject to the regulation of the Interstate 
Commerce Commission with respect to abandonment and con- 
struction of railroads. 

“Certificates of convenience and necessity are required not 
so much with a view to safety or to the conservation of the 
highways, but primarily for the purpose of protecting the public 
interest by excluding unnecessary and wasteful competition and 
by determining what persons or companies are best able to 
serve the public,” says the Flynn report. “The requirement 
that a certificate of convenience and necessity shall be a pre- 
requisite to motor vehicle operation prevents duplication and 
unnecessary service where existing facilities are sufficient to 
meet the transportation needs of the public; it protects the public 
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by preventing irresponsible operations; and gives to certificateg 
carriers some protection against unnecessary competition.” 

Although taking the view that the primary object of regu: 
latory laws is not to establish a monopoly or guarantee the 
security of investments in public service corporations, but to 
serve the interests of the public, Mr. Flynn says that, in cop. 
sidering the question of whether or not a new transportation 
service should be permitted in competition with an established 
service, it is, however, economically sound and in the public 
interest to require that available transportation facilities be 
taken into consideration, as well as the effect the proposed new 
service would have on the existing transportation agency or 
agencies, the continued operation of which is important to the 
territory served. 

“Some, opposed to the regulation of interstate motor car. 
rier transportation at this time,’ says Mr. Flynn, “refer to the 
long period during which railroads were not under regulation, 
and, pointing out that motor carrier competition has been jp 
existence only a comparatively short time, urge that so far 
as it is employed in interstate commerce, it should be allowed 
to continue to develop without any regulatory restrictions 
whatever. 

“Although, measured in years, motor transportation may 
be a young industry, it has established itself as an important, 
permanent, and growing factor in the nation’s transportation 
system. According to an estimate of the Bureau of Public 
Roads, the highway transportation system and equipment, in. 
cluding motor vehicles as well as the roads, comprises an in. 
vestment of approximately $26,500,000,000. The investment in 
road and equipment (book value) of the steam railroads of the 
United States, not including switching and terminal companies, 
was shown by their reports to the Commission as $23,094,165,993, 
as of December 31, 1926. 

“There are few persons, if any, familiar with the history of 
railroad transportation, and particularly as to its economic 
aspects, that will not say that the public and the railroad con. 
panies would have fared better if railway regulation had come 
much earlier than it did. 

“If it is not burdensome or unduly restrictive to have the 
intrastate transportation of passengers in 44 states, and of 
property in 33 states, by common carrier motor vehicles over 
the public highways conducted under regulation by state authori- 
ties, why should it be burdensome or unduly restrictive for 
the relatively small portion of common carrier motor-hauled 
commerce that moves interstate to be also under regulation 
similar to that prevailing in most of the states in connection 
with intrastate commerce? It is not consistent with sound 
public policy that the public, primarily entitled to use the high- 
ways, should be protected against undue and unnecessary use 
of such highways by common carrier motor vehicles engaged 
in intrastate commerce, while unlimited and unrestricted use 
of them may be made by common carrier motor vehicles oper- 
ating in interstate commerce. 

“Wear and damage to the highways and the hazards of 
transportation are the same whether a motor vehicle of a cel- 
tain type is moving in interstate or in intrastate commerce.” 

Again, Mr. Flynn says that the highways belong to the 
public and are primarily for the use of the public in the usual 
and ordinary way. 

“Their use,” says he, “for purposes of gain is unusual and 
extraordinary, and generally, at least, such use may be Col- 
ditioned as legislators deem proper. The public, through Con 
gress, should say in what manner and under what conditions 
interstate commerce carried by common carrier motor vehicles 
on the public highways may be conducted.” 

In discussing the power of Congress under the commerce 
clause, Mr. Flynn says that state officers, unless prohibited by 
the constituution or the laws of the state, may be authorized 
by federal statutes to perform duties conferred by a federal 
statute, but that they cannot be compelled to perform such 
duties. 

“Congress undoubtedly has the right to delegate to state 
agencies the administration of federal statutes, and it seetls 
reasonably free from doubt that it can do so in the administra 
tion of laws regulating interstate commerce, particularly if 
provision is made for an appeal from the action of such agencies 
to a federal tribunal,” says he. 

Mr. Flynn came to the Commission in 1912, after havilé 
taken special courses in transportation subjects at Yale and 
having practiced law in Iowa. He was born in Dubuque, /4 
where he was graduated from St. Mary’s grammar school a 
the high school. He was graduated from the state university 
at Iowa City and the Yale law school at New Haven, Col. 
While at Yale he took a course in railroad economics unde! 
Arthur T. Hadley, at that time president of the university, and 
took railroad law there under Simeon E. Baldwin. In the cours 
of the motor vehicle investigation, Mr. Flynn sat with Com 
missioner Esch at the hearings held at Chicago, Detroit, Bosto!, 
St. Paul, New York, Asheville and Washington, and with Com 
missioner Aitchison at Portland, Ore. He presided at the hear 
ings held at San Francisco, Los Angeles, Denver, Dallas and 
Kansas City.—S. H. S. 
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THE TRAFFIC WORLD 


An Innovation 
in Traffic Management Training 


Every traffic man knows that it is not enough to learn about Traffic Management 
—the man who wishes to become an efficient traffic manager must also actually 
perform in his training the things he will have to do in his job. And he can’t do 
that without the actual tools of the traffic manager. 


Hence, our traffic training texts go hand in hand with the tools of the profession 
—the tariffs, classifications, traffic maps, I. C. C. rulings, etc. This practice ma- 
terial is an integral part of LaSalle traffic training—the student works with it 
constantly. He “learns to do by doing.” 


LaSalle Traffic Practice and Reference Materials 


RAILROAD TARIFF FILE 


Practice Consolidated Freight Classifica- 
tions. : 
Supplement No. 8 to Practice Consolidated 
Freight Classification. ; 
Supplement No. 9 to Practice Consolidated 
Freight Classification. 


Practice Exceptions to Official Classifica- 
tion. 

Central Freight Association Exceptions to 
Official Classification, also Rental Charges, 
Rules and Regulations, Estimated and 
Minimum Weights. 
Supplement No. 3 to Practice Exceptions 
to Official Classification. 


Practice Exceptions to Southern Classifica- 
tion. 
Practice Exceptions to Western Classifica- 
tion. 
Western Trunk Lines Rules, Regulations, 
and Exceptions to Classifications. 
Practice Tariff No. 1. 
F. P. & E. R. R. Co. Local Class Rates. 
Practice Tariff No. 2. 
Cc. & N. W. Ry. Co. Local Commodity 
Rate. 


Practice Tariff No. 3. 
A. F. & G. R. R. Co. Local Class and 
Commodity Rates. 


Practice Tariff No. 4. 
A. T. & S. F. Ry. Co. Local and Joint 
Class and Commodity Rates. 


Practice Tariff No. 5. 
Mich. Cent. R. R. Co. Local, Joint, and 
Proportional Class and Commodity Rates. 
Supplement No. 1 to Practice Tariff No. 5. 
Suspension Notice. 
Supplement No. 2 to Practice Tariff No. 5S. 
Class and Commodity Rates. 
Supplement No. 3 to Practice Tariff No. 5. 
Restoration Notice. 


Practice Tariff No. 6. 
Western Freight Tariff Bureau Local, 
Joint, and Proportional Class and Com- 
modity Rates. 

Practice Tariff No. 7. 
Southeastern Joint, Local, and Propor- 
tional Class and Commodity Rates. 

Practice Tariff No. 8. 
Illinois Freight Association Tariff Bureau 
Terminal Charges, Rules, and Regula- 
tions, 

Practice Tariff No. 9. 
G. N. Ry. Co. Rules, Regulations, and 
General Instructions. 


Furnished to Every Student 


Practice Tariff No. 10. 
Un. Pac. System Milling in Transit Rules 
and Charges. 


Practice Weighing and Reweighing Rules. 
National Code of Rules Governing the 
Weighing and Reweighing of Carload 
Freight. 


Pr ‘s : ice Diversion and Reconsignment 
ules. 
N. Y. C. & St. L. R. R. Co. Local Rules 
and Charges Governing the Diversion and 
Reconsignment of Freight. 


Practice Car Demurrage Rules and Charges. 
American Railway Association Tariff Bu- 
reau National Car Demurrage Rules and 
Charges. 


Practice Storage Rules and Charges. 
American Railway Association Tariff Bu- 
reau Storage Rules and Charges. 


MISCELLANEOUS TARIFF FILE 


Practice Warehouse Rules and Charges. 
Merchants Warehouse Company Tariff of 
Charges for the Storage and Handling of 
General Merchandise. 


Practice Motor Freight Tariff and Classifi- 
cation. 
Washington Motor Freight Association 
Local and Joint Class and Commodity 
Rates. 
Motor Vehicle Freight Classification No. 3. 


Practice Pipe-Line Tariff. 
Ee Prairie Pipe Line Company Joint 
ates. 


Practice Express Classifications, Tariffs, 

and Miscellaneous Schedules. 

U. S. (American Railway Express). 
Official Express Classification. 
Local and Joint First and Second Class 
Rates. 
Local and‘Joint Commodity Rates. 
Local and Joint Terminal and Switching 
Charges. 
Local and Joint Rate Tables. 
Joint Directory of Stations. 
Joint Directory of Collection and De- 
livery Limits. 

U. S. (Southern Express Company). 
Joint Class Rates. 
Joint Class and Commodity Rates. 
Joint Commodity Rates. 
Rate Tables. 
Routing Guide. 
Directory of Stations. 
Distance Table. 


Canada (Express Traffic Association). 
Express Classification for Canada. 
Local and Joint First Class Rates. 
Terminal and Switching Charges. 
Joint Directory of Stations. 
Graduated Table of First and Second 
Class Charges. 
International—North America. 
Local and Joint First Class Rates. 
Local, Joint, and Basing Class and Com- 
modity Rates. 
Graduated Charges and Exceptions to 
Official Classifications. 
International—Overseas. 
Export Rates. 
General Circular. 
Practice Steamship Tariff. 


TRAFFIC LAW LIBRARY 


Regulations to Govern the Construction and 
Filing of Tariffs (Tariff Circular 18-A). 

United States Shipping Board Tariff Circu- 
lar No. 1. 

Rules of Practice Before the United States 
Shipping Board. 


Harter Act. 
Shipping Act, 1916. 
Merchant Marine Act, 1920. 


The Interstate Commerce Act and Supple- 
mental Acts. 


Interstate Commerce Commission Conference 
Rulings, Bulletin No. 7. 

Interstate Commerce Commission Rules of 
Practice. 


SPECIAL REFERENCE MATERIAL 


Atlas of Traffic Maps. 
Directory of Agency Tariffs. 


It is doubtful if the list alone will give 
you an adequate idea of the completeness of 
this material. 


The Atlas of Traffic Maps, to use but a 
single illustration, is recognized as a stand- 
ard in the traffic field. Comprising 180 
pages, containing railroad, waterway, high- 
way, parcel post, express, airway, rate group, 
classification and varied other maps, it is 
perhaps the most valuable single piece of 
educational reference material ever placed 
in the traffic man’s tool kit. 


Yet it but typifies the value of all this 
LaSalle traffic practice material—traffic tools 
which we provide as a part of our training 
and which the member uses continually in 
his study. 





If you are interested in knowing more about this very practical training and its possible value 
for you, write for our interesting 64-page booklet. It’s free to any adult who is really in 
earnest about the traffic field. Address Department T-119. 





LaSalle Extension University 
Michigan Avenue at Forty-First Street, Chicago, IIl. 
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DOINGS OF THE TRAFFIC CLUBS 


Over 700 members, guests, and visitors attended the twenty- 
third annual banquet of the Milwaukee Traffic Club at the New 
Pfister Hotel the evening of January 25. The principal address 
was made by Governor Fred R. Zimmerman, of Wisconsin. The 
president of the club, J. E. Kraseman, presided at the opening 
and introduced as toastmaster Patrick T. Bowler, who kept. 
his hearers in a gale of laughter at his witty introductions of the 
speakers and the guests at the head table, among them several 
railroad presidents and business executives. The invocation 
was by the Rev. Arthur H. Lord, of St. James Church. On 
the entertainment program were numbers by the C. N. S. and 
M. Railroad band and the Pennsylvania Railroad Broadway 
American Quartet. Brief remarks were made by T. C. Powell, 
president of the C. & E. I., Charles Donnelly, president of the 
Northern Pacific, J. H. Beek, executive secretary of the Na- 
tional Industrial Traffic League, and Henry A. Palmer, editor 
and manager of The Traffic World. Governor Zimmerman’s 
address consisted chiefly of an exposition of the glories of the 
state, but he spoke briefly of the transportation situation, sug- 
gesting the need of adequate revenue for the carriers that 
commerce might be transacted efficiently. Mr. Donnelly told 
of the loss of revenue to the railroads, through the motor ve- 
hicle, but, he said, nothing could be done about that even if 
the railroads wished to do anything. The remedy, he said, 
was to reduce railroad costs through a policy of consolidation. 
Mr. Beek addressed himself to the matter of the reappointment 
of Commissioner Esch being held up by the Senate committee. 
He suggested that members of the club and Wisconsin business 
men generally demand of their senators that the appointment 
be confirmed as a means of sustaining the right of commission- 
ers to vote as their consciences dictated and a blow at the 
tendency to let politics interfere with appointments to the 
Commission. Mr. Palmer pointed out what he considered some 
tendencies toward a policy of inadequate railroad revenue and 
suggested that railroad executives combat them forcefully. 





The Miami Valley Traffic Club will hold its sixth annual 
dinner at the Miami Hotel, Dayton, February 8. Brig.-Gen. 
William E. Gillmore, chief of the material division, U. S. Air 
Corps, Wright Field, will be the principal speaker. W. E. Boyer 
is chairman of the committee in charge. 





The Traffic Club of Philadelphia will hold its annual meet- 
ing at the Bellevue-Stratford February 13. Officers will be 
elected. J. C. Dawson has been nominated for president, Will 
liam H. Montgomery for secretary, James T. Kernan for treas- 
urer, and George J. Lincoln for historian. 





The Traffic Club of Memphis will hold a “St. Valentine 
Dinner Dance” at the Hotel Gayoso February 14. Entertainment 
will include “cabaret de luxe,” by B. E. Lemen, St. Louis, traffic 
representative, Grand Trunk-Canadian National, and Mrs. Lemen. 





At a meeting of the Transportation Club of Decatur January 
18, the resolutions adopted by the Associated Traffic Clubs of 
America at Richmond pertaining to consolidation of the rail- 
roads and the Hoch-Smith resolution were ratified. William J. 
Robertson, trafic commissioner, Springfield (Ill.) Chamber of 
Commerce, was the speaker. He asked that the Decatur club 
convey the concurrence of Springfield shippers in the action 
on the resolutions to the national association—there being no 
traffic club at Springfield. The proposed revisions of the con- 
stitution of the national association were also approved. A 
“Pennsylvania Railroad Night’ will be held February 15. 





The Transportation Club of Evansville held a meeting Jan- 
uary 18 at the Evansville Chamber of Commerce, with an attend- 
ance of 55. Arthur P. Eberlin, secretary, Evansville Chamber 
of Commerce, was the speaker. There was a discussion of edu- 
cational features to be presented at future meetings and the 
matter was referred to the board of directors and the educa- 
tional committee, to be worked out before the February meeting. 





The Traffic Club of Baltimore will hold its fifteenth annual 
dinner at the Southern Hotel February 7. Douglas Malloch, 
poet and author, will be the speaker. Capt. William H. Staton 
will be toastmaster. Entertainment will include music by a 
double quartet under the direction of Harry M. Smith, and com- 
munity singing, led by John K. Mealy. 





The Traffic Club of Atlanta held its annual banquet and 
election January 20. E. Clem Powers, local attorney, Dr. With- 
erspoon Dodge, pastor of the Central Congregational Church, 
and Dr. D. W. Daniel, professor of English at Clemson College, 
South Carolina, were the speakers. There was an elaborate 
program of entertainment. The following officers were elected: 
President, M. M. Emmert, traffic manager, Coca Cola Company; 
first vice-president Brooks G. Brown, freight traffic manager, 
Southern Railway; second vice-president, W. H. Howard, chair- 
man, Southeast Passenger Association; secretary-treasurer, F. 
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B. Porter, traffic manager, Southern Agricultural Chemica] (Qo. 
poration; directors, T. B. Curtis, general agent, C. & W. ¢: 
R. A. Foxvog, traffic manager, Sears, Roebuck; W. J. Kellar, 
traffic manager, Buick Motor Company, and P. L. Graves, gop. 
eral agent, A. B. & C. 





The Toledo Transportation Club will give a “Valentine 
Bridge Party” at the Woman’s Building February 1. Hostegges 
will be as follows: Mesdames W. I. Nokely, R. J. Wood, Leroy 
Blue, M. N. Freese, H. G. Huhn, H. O. Kelley, W. E. Zireke| 
and H. A. Houston. 





The Junior Traffic Club of Chicago will hold its fourth ap. 
nual dinner and “Grand Trunk Night” at the Palmer House, jp 
the traffic club dining room, February 2. E. W. Hotchkiss, 
assistant treasurer, Grand Trunk, Detroit, and A. B. Chown, 
general passenger agent, Grand Trunk, Chicago, will be the 
speakers. The program of entertainment will include selec. 
tions by the Pennsylvania Railroad American-Broadway Quartet. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel January 24. James Caldwell, of The Guaranty 
Company, New York, spoke on “The Challenge of a Greater 
St. Paul.” 





The Brooklyn Traffic Club held a meeting at the Hotel 
St. George January 19. There was a discussion of traffic prob. 
lems and a program of entertainment. 





The Oakland Traffic Club held a meeting at the Leamington 
Hotel January 17, with an attendance of about 80. James A. 
Quinby, attorney, discussed the new uniform Dill of lading. 
H. M. Runyon, newly appointed Pacific coast representative of 
the Intercoastal Conference, spoke on the functions of the con- 
ference, and Ross Bray, president of the Pacific Traffic Asso- 
ciation, and Harry Marsh, chairman of the speakers and papers 
committee of the Pacific Traffic Association, told of plans for the 
meeting of the Associated Traffic Clubs of America at San 
Francisco. 





The Los Angeles Transportation Club held a “Mexico Day" 
January 23, sponsored by the Southern Pacific. R. H. Day, 
authority on foreign trade, who has had 28 years’ experience in 
Mexico and Latin America, was the speaker. There was a 
program of music. 





The Traffic Club of New York will hold its twenty-first an- 
nual dinner at the Hotel Commodore February 21. A meeting 
will be held at the Waldorf-Astoria January 31. General A. C. 
Dalton, vice-president, Merchant Fleet Corporation, will speak on 
“Activities of the United States Shipping Board and Merchant 
Fleet Corporation.” There will be a program of entertainment. 





The Traffic Club of Erie elected the following officers Jan- 
uary 19: President, George Berg; vice-president, Robert C. 
Foster; treasurer, O. L. Fleeger; secretary, M. W. Eismann. The 
annual banquet will be held at The Lawrence March 15. 





On the invitation of the Wichita Chamber of Commerce, the 
Traffic Club of Wichita met with it at the Lassen Hotel January 
26, in lieu of its regular meeting at the Wichita Club. T. Alford 
Fleming, New York, supervisor of conservation, National Board 
of Underwriters, was the speaker. 





The Tulsa Traffic Club held a meeting January 24. Enter 
tainment was furnished by Miss Priscilla Stryker, piano soloist, 
through arrangement of H. B. Coogan, commercial agent, South- 
ern Railway. The resolutions adopted by the Associated Trafic 
Clubs of America at Richmond pertaining to consolidation of 
the railroads and the Hoch-Smith resolution were approved. 





The Traffic Club of Minneapolis held an “Off-Line Repre 
sentatives’ Day” at the Nicollet Hotel January 26. W. I. Nolat. 
lieutenant governor of Minnesota, was the speaker. There was 
a program of entertainment. 





The Junior Traffic Club of St. Louis will hold a dance 4 
Strassberger’s Hall February 4. Election of officers will be held 
at the Warwick Hotel February 8. Dinner will be served 





The Oil City-Franklin Traffic Club will hold its sixth annual 
dinner at Franklin, Pa., February 16. 





The Akron Traffic Club has elected the following officers: 
President, H. J. Carroll; vice-president, J. C. Williams; sect 
tary, H. L. Sovacool; treasurer, J. M. South; directors, Alvin 
Hill, Richard Bailey, W. H. Turner and B. L. Bender. 





L. A. Downs, president of the Illinois Central, was the prin 
cipal speaker at the second annual dinner of the Traffic per 
of New Orleans at the Roosevelt Hotel January 8. He discuss¢ 
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the general decline in railroad revenue, as a result of persistent 
“whittling” of rates, and the problems involved. Short talks 
were made by the new president, Joseph Lallande, and the out- 
going president, S. R. Barnett. George H. Terriberry, local 
attorney, was toastmaster. The new officers were installed and 
there was an elaborate program of entertainment. 














































































Dr. Frederick Sheldon, Chicago, author and lecturer, spoke 
on “Human Engineering” at the weekly meeting of the Shreve- 
port Traffic Club. The nominating committee presented its 
ticket of nominations. 





The Omaha Traffic Club will hold a smoker and business 
meeting at the Ad-Sell Grill Room January 31. Dinner will 
be served and there will be discussion of subjects of interest. 





A joint meeting of the Pacific Traffic Association, the Trans- 
portation Club of San Francisco and the Women’s Traffic Club 
of San Francisco was held at the Palace Hotel, San Francisco, 
January 17, to make arrangements in connection with the meet- 
ing of the Associated Traffic Clubs of America at San Francisco 
in the spring. William C. Fitch, freight claims agent, Southern 
Pacific, was named general chairman of the committee in charge 
of plans. I. W. Condon was elected secretary. It was decided 
to invite the Oakland Traffic Club to participate in the arrange- 
ment activities. 





The Cincinnati Traffic Club has elected the following offi- 
cers: President, George Krause, Jr., general freight agent, 
Nickel Plate; first vice-president, Theodore Davis, secretary- 
manager, Lumber Traffic Association; second vice-president, 
George H. Kerr, freight traffic manager, Southern Railway; 
third vice-president, R. B. Phillips, traffic manager, Procter & 
Gamble Company; secretary, George W. Doll, general agent, 
T. & P.; treasurer, E. A. Doyle, general agent, Universal Car 
Loading and Distributing Company; directors, E. J. Teed, traffic 
manager, the Chevrolet Motor Company; C. J. Williamson, traffic 
manager, the Heekin Can Company; S. B. Christopher, traffic 
manager, Worthington Pump & Machinery Company; J. W. 
Flannery, traffic manager, Kroger Grocery & Baking Company; 
W. W. Finley, Jr., general freight agent, Pennsylvania; C. C. 
Woodworth, district freight agent, Southern Railway; W. J. 
Hiner, purchasing agent, Nickel Plate, and D. W. Van Duyn, 
general agent, M. & St. L. 





The Traffic Club of Detroit will hold a smoker and card 
party at its rooms in the Hotel Statler January 30. George 
Barnes is chairman of the committee in charge. The annual 
dinner will be held February 14. The following were elected to 
the board of governors at the annual election January 21: J. H. 
Myler, traffic director, Chrysler Corporation; H. Shearer, assist- 
ant vice-president and general manager, Michigan Central; S. T. 
Stackpole, general agent, Pennsylvania; W. C. Cowling, traffic 
director, Ford Motor Company; and C. G. Bowker, general man- 
ager, Grand Trunk. 





The Women’s Traffic Club of Los Angeles held its annual 
dance January 27. Vera O. Hess, traffic manager, Spohn, Cook 
& Boynton, has been elected president, filling the vacancy occa- 
sioned by the resignation of Gertrude B. Sears. 





The Transportation Club of Buffalo will hold an “I. R. C. 
Day” at the Lafayette Hotel January 30. B. J. Yungbluth, pres- 
ident, International Railway, will be the speaker. Entertain- 
ment will be furnished by the I. R. C. Girls’ Ukulele Band and 
the I. R. C. Harmonica Band. 





The Niagara Frontier Industrial Traffic League elected the 
following officers January 9: President, W. G. Clayton, Jr., 
Buffalo Bolt Company, North Tonawanda; first vice-president, 
Fred M. Renshaw, traffic commissioner, Buffalo Chamber of 
Commerce; second vice-president, F. C. Hickey, traffic manager, 
Pierce Arrow Motor Car Company; third vice-president, H. E. 
Mitchell, traffic manager, Seneca Iron & Steel Company; sec- 
retary, James J. Hailey, Alkali Company, Niagara Falls; treas- 
urer Frank E. Judson, traffic manager, Liquid Veneer Company; 
directors, Harry E. Burber, Manufacturers and Traders-Peoples 
Trust Company, Buffalo; James P. Daly, Donner Steel Company, 
Buffalo; Henry Adema, White Pine Association, North Tona- 
wanda; and James P. Stephens, Shredded Wheat Sales, Inc., 
Niagara Falls. 





The annual dinner of the Traffic Club of Cleveland will be 
held at the Mid-Day Club, in the Union Trust Company Building, 
February 29. John A. Coakley, general freight agent of the 
American Steel*and Wire Company, is chairman of the dinner 
committee. 





The Traffic Club of Kansas City held its eighth annual din- 
ner at the Hotel Muehlebach January 25. W. L. Allen, president, 
Sheffield Steel Corporation, was the principal speaker. He re- 
called the “dream of Col. R. T. Van Horn,’ who addressed a 
small group of fur traders and merchants in 1857 on the pos- 
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sibility of inducing a railroad to build a line into Kansas City, 
contrasting conditions of then with those of the present. The 
new officers were inaugurated. A gavel made from the Wood 
of an old Kansas City, Ft. Scott and Memphis coach was Dre- 
sented to the new president, George F. Macgregor, executive 
general agent of the Frisco, by employes of that road, and , 
ring, by members of the club. Guests of honor included J, y 
Kurn, president of the Frisco, and T. C. Burwell, vice-president 
Staley Manufacturing Company, Decatur, IIl., president of the 
Associated Traffic Clubs of America. 





Personal Notes 


a 

Captain Herbert Hartley, commodore of the United States 
Lines and commander of the Leviathan, has resigned. He has 
been in command of the Leviathan since March, 1923. He yil 
enter private business. 

Elbert McCaa has been appointed commercial agent,.C, ¢ 
E. I., at Shreveport, succeeding J. T. Paris, promoted. 

F. W. Kershner has been appointed soliciting freight agent, 
Kansas City Southern and Texarkana and Fort Smith, at Joplin, 
Mo. L. S. Wickes has been appointed commercial agent at 
Oklahoma City. J. Fielder has been appointed traveling freight 
agent and T. F. Brennan, soliciting freight agent, at St. Louis. 

Henry C. Hall, former commissioner, has announced his re. 
sumption of the practice of the law at Washington, D. C. 

A. L. Harwood, formerly with Libby, McNeill and Libby, in 
charge of export traffic, is now special sales representative of 
the Chicago Nash Company. 

The consolidated traffic classes conducted by the St. Louis 
board of education at McKinley Intermediate School on Tues. 
days and Thursdays were addressed January 17 by Andrew 
Hanson, rate expert, Southern Railway. He spoke on the 
origin of rates to and from the southeast, covering a period 
from the time when the railroads first began to operate in that 
section up to and including the readjustment under docket 13494, 

George F. Kleinhoffer has been appointed general agent, 
Oklahoma Railway, at Kansas City, succeeding J. M. Purcell, 
resigned, to accept service with another company. 

P. A. Pickel has been appointed traffic manager, Pierce 
Petroleum Corporation, at St. Louis, effective February 1, suc 
ceeding L. B. Lea, resigned. 

P. B. Stofer and G. T. Holbrook have been appointed assist- 
ant controllers, Southern Pacific. 

T. P. Artaud, supervisor of land appraisals and executive 
assistant of the bureau of valuation of the Commission, has re- 
signed to become director of the research office of the National 
Association of Owners of Railroad and Public Utility Securities 
that has been opened in Washington, D. C. He had been with 
the bureau of valuation since 1914. The association of which 
Mr. Artaud will be research director is the result of a reorgan- 
ization of the Association of Owners of Railroad Securities, of 
which the late S. Davies Warfield was the head. With respect 
to legislation, the association’s purposes are outlined as fol- 
lows: To provide a method for collective action by owners oi 
railroad and other securities to the end that the credit of the 
corporations issuing such securities shall be sustained and im- 
proved, and to protect, and constructively assist in steps for 
stabilizing the securities issued by railroads and other public 
utilities. Milton W. Harrison, of New York, is president of the 
association. A dinner was given Mr. Artaud on the night of 
January 26 by the land section of the bureau of valuation 
Commissioner Lewis acted as toastmaster. 

R. W. Reckard has been appointed traffic manager, (il Well 
Supply Company, Pittsburgh, Pa. 


STATE COMMISSIONERS ORGANIZE 

New York, New Jersey, Pennsylvania and Maryland utility 
commissioners have organized the Middle-Atlantic States Utility 
Commissioners’ Association. W. D. B. Ainey of the Pennsylvania 
commission is president; and J. Frank Harper of Maryland is 
secretary. An‘executive committee, composed of the chairmel 
of the commissions of the four states, has also been appointed. 
In announcing the formation of the association, John E. Bet 
ton, general solicitor for the National Association of Railroad 
and Utilities Commissioners, said the organization was the oll 
growth of close relations which had existed between the four 
commissions for several years past, in which joint conferences 
and hearings concerning matters affecting public service cor 
porations operating in two or more of the four states had fre 
quently been held. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, # 
of January 1, was 74.5, according to the semi-monthly bulletia 
of the car service division of the American Railway Associatiol. 
The percentages by classes of equipment were as follows: B0: 
68.8; refrigerator, 80.1; coal and coke, 77.5; stock, 87.8; flat 
82.2; tanks and others, 94.2. By districts the percentages {0 
all classes of equipment were as follows: Eastern, 68.5; Alle 
gheny, 81.6; Pocahontas, 70.9; Southern, 75.8; Western, 74.4. 
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NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


January 30—Pittsburgh, Pa.—Examiner Fuller: 

1. & S. (ist, 2nd, 3rd and 4th supplemental orders)—Chain iron and 
steel, and bolt, nail, rivet and wire rods in Official Classification 
Territory. 

17804—-Standard Nut & Bolt Co. vs. N. Y. N. H. & H. R. R. et al. 

18024 (and Sub. 1)—Pawtucket Manufacturing Co. vs. N. Y. N. H 
R. R. et al. (further hearing). 

20187—Carnegie Steel Co. vs. Penna. R. R. et al. 

January 30—Ft. Wayne, Ind.—Examiner Harraman: 

19753—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 

19819—Peabody Lumber Co. ws. C. D. & C. G. T. Jct. R. R. et al. 

19924 (and Sub. 1)—S. J. Peabody Lumber Co. vs. Pa. R. R. et al. 

19948—Perrine Armstrong Co. vs. Penna. R. R. 

19958 (and Sub. 1)—S. J. Peabody Lumber Co. vs. Penna. R. R. 

20284—S. J. Peabody Lumber Co. vs. Penna. R. R. et al. 


Januray 30—Kansas City, Mo.—Examiner Harris: 
19897—Builders’ Assn. of Kansas City, Mo., Inc., vs. C. B. & Q. R. R. 


et al. 
14190—American National Live Stock Assn. et al. vs. A. T. & S. F. 
F. Ry. et al. 


January 30—Meridian, Miss.—Examiner Griffin: 
19988—The Meridian Traffic Bureau for Merchants Specialty Co. 
vs. G. M. & N. R. R. et al. 


January 30—Argument at Washington, D. C.: 
14968—The Victor American Fuel Co. et al. vs. D. & S. L. R. R. et al. 
(On defendants’ motion to dismiss.) 
19557 (and Sub. 1)—Chicago Gravel Co. vs. I. H. B. R. R. et al. 


January 31—Argument at Washington, D. C.: 
Valuation No. 457—In re tentative valuation of the properties of the 
. & O. Ry. et al. 
Valuation No. 477—In re tentative valuation of the property of the 
Cc. & O. Ry. of Ind. 
Valuation No. 398—In re tentative valuation of the property of the 
Piney River & Paint Creek R. R. 
i ery an 904—In re tentative valuation of the Hocking Valley 
y. et al. 
— No. 4644—Deficit Status of Fairport, Painesville & Eastern 


January 31—San Francisco, Calif.—Examiner Fleming: 
20249—Golden State Milk Products Co. vs. N. W. Pac. R. R. et al. 
January 31—Columbus, Miss.—Examiner Griffin: 
20324—Thomas J. Locke et al..vs. A. & S. Ry. et al. 
February 1—Washington, D. C.—Examiner Sullivan: 

Finance No. 6650—Joint Application of Southern Pacific Co. and 
Texas & New Orleans Railroad for authority to the Southern 
Pacific Co. to acquire control of the Texas Midland R. R. by 
purchase of capital stock and to the Texas & New Orleans R. R. 
to acquire control of the railroad of the Texas Midland R. R. 
by lease. 

February 1—Kansas City, Mo.—Examiner Harris: 

1. & S. 3043—Petroleum oil and its products from points in Texas 
to Raton, N. M. 

19960 (and Sub. 1)—The Texas Co. vs. A. T. & S. F. Ry. et al. 

February 1—Memphis, Tenn.—Examiner Griffin: 
* 1. and S. 3037 (2nd supplement)—Elimination routing on grain from 
7 Territory to New Orleans and points on N. O. & N. E. 


eat ys | 1—Memphis, Tenn.—Examiner Griffin: 

1. & §S. 3037—Elimination of routing on grain from Western terri- 
tory to New Orleans, La., and points on the New Orleans & North- 
eastern R. R. 

* 3037 (Ist supplemental order)—Elimination of routing on grain from 
bt ne territory to New Orleans, La., and points in N. 0. & N. 

February 1—Jacksonville, Fla.—Examiner McChord: 

20102 (and Sub. Nos. 1 and 2)—John J. Quinn Co., Inc., vs. A. B. 

& A. Ry. (B. L. Bugg, receiver), et al. 

February 2—Memphis, Tenn.—Examiner Griffin: 

Fourth Section Application Nos. 11694 et al. 
February 2—Minneapolis, Minn.—Examiner Harraman: 

20095—Page & Hill Co. vs. C. M. & St. P. Ry. et al. 

20103—The Pillsbury Flour Mills Co. vs. C. G. W. R. R. et al. 
February 2—San Francisco, Calif.—Examiner Fleming: 

20114—Crown Williamette Paper Co. vs. N. & A. Ry. et al. 


February 2—Columbus, Miss.—Examiner Rogers: 
20280—St. Louis-San Francisco Ry. vs. M. & O. R. R. 


February 3—Argument at Washington, D. C.: 
19997—Alberta Coal Sales Co. et al. vs. Can. Nat’! Rys. et al. 
18022—J. G. Curtis Leather Co. vs. Penna. R. R. et al. 


aay yt 3—Washington, D. C.—Examiner Weems: 
1. & S. 3031—Salt from Louisiana producing points to Philadelphia, 
Pa., routed via Houston, Tex., and Southern S. 8S. Co. 
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February 3—San Francisco, Calif.—Examiner Fleming: 
20119—Kraft Cheese Co. vs. L. A. & S. L. Ry. et al. 


February 4—Lincoln, Neb.—Examiner Harris: 
* 1. & S. 3009—Combination rule on live stock from points on ©, 
& Q. R. R. to Mo. River points. is 


February 4—Charleston, S. C.—Examiner McChord: 
20078—The Port Utilities Commission of Charleston, S. C., yg, p 
& C. S. S. Co. of Balto. City. oc 


February 6—Chicago, Ill.—Examiner Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—Wegr. 
ern District Rates. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry 


et al. 
— ao City Live Stock Exchange et al. vs. A. T. & SF 
y. @ ; 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al, 
Py pena Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 
y. et al. 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
I. x S. 2958—Stock Cattle from Wichita, Kans., to Kansas City 
ns, j 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
20224—-George C. Abel et al. vs. A. & S. Ry. et al. 
February 6—Boise, Ida.—Examiner Sharp: 
20323—-Mesa Orchard Co. et al. vs. O. S. L. R. R. et al. 


February 6—San Francisco, Calif.—Examiner Fleming: 
18527—J. H. Newbauer & Co. et al. vs. N. W. Pac. R. R. et al. 


February 6—Washington, D. C.—Examiner Carney: 
20235—National Fertilizer Assn., Inc., vs. A. C. & Y. Ry. et al. 


February 7—Chicago, Ill.—Examiner Harraman: 
19911—Manufacturérs’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Sou. Pac. Co. 


February 7—Chipley, Fla.—Special Examiner Rogers: 
Finance No. 6569—Application of Alabama & Western R. R. for au- 
thority to construct an extension of its line from Chipley to 
Graceville, Fla. 


February 8—Montgomery, Ala.—Director Bartel and Examiner Bren- 
nan: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 


February 8—Argument at Washington, D. C.: 

Finance No. 5955—In the Matter of the Application of the Gaines- 
ville Midland Ry. to abandon a certain line of railroad. 

Finance No. 5967—In the Matter of Application of the Gainesville 
Midland R. R. to acquire an existing line of railroad. 

Finance No. 5968—In the Matter of Application of the Gainesville 
Midland R. R. to issue stock, and to execute a first mortgage and 
issue its bonds thereunder. 

Finance No. 5969—-In the Matter of Application of the S. A. L. By. 
for authority to assume liability as guarantor or endorser of 
bonds of the Gainesville Midland R. R. 

Finance No. 5970—In the Matter of the Application of the S. A. L. 
Ry. to acquire control of the Gainesville Midland R. R. 


February 8—Chicago, Ill—Examiner Harraman: 
19884—-Beatrice Creamery Co. vs. A. T. & S. F. Ry. et al. 
February 8—Los Angeles, Calif.—Examiner Fleming: 
20121—Benjamin Clayton et al. vs. Arizona Eastern R. R. et al. 
20368—Leslie S. Bowden, as trustee for the estate of Pacific Cotton 
and Finance Corp., bankrupt, vs. Sou. Pac. Co. et al. 
ye Cottonseed Products Corp. et al. vs. Inter-California 
y. et al. 
20400—Globe Cotton Oil Mills et al., vs. Ariz. Eastern R. R. et al. 


February 8—Roanoke, Va.—Examiner McChord: 
20086—Sumter Packing Co. vs. A. C. L. R. R. et al. 
19903—J. W. Gillaspie vs. N. C. & St. L. Ry. et al. 
February 9—Argument at Washington, D. C.: 
Fourth Section Application 464 et al.—Fourth Section Departures in 
rates on cotton and linters. 


February 9—Salt Lake City, Utah.—Examiner Sharp: 

— a Rates on Petroleum Products to points in Colorado 
an ah. 

10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry., Director 
General, as agent, et al. 

1412i—Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 

16544—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. etl 

17597—The Hal Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

18113—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. etl 

18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

18818—A. A. Vickers Petroleum Co. vs. Un. Pac. R. R. 





Freight —Express— Parcel Post 
Rates and Routing 


G. B. LEONARD & CO. 
18 East 26th St., New York. 158 Ne. Clark St., Chica? 
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AS YOU WANT IT 


Today competition in all phases of 
industry is exceedingly keen. To- 
morrow it will be keener. 


Under these circumstances, time 
and money Saved in transportation 
become vital factors in your cost of 
production. 


Therefore, you want a less than 
carload freight service that will 
afford you the maximum saving of 
both time and money. 


Universal, less than carload, Freight 
Service is meeting these conditions 
daily. 


Are YOU taking advantage of it? 
You SHOULD! 


BETTER TIME IN TRANSIT 
LOWER FREIGHT RATES 








For Rates or further information apply to our Freight 


Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 
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SOUTH. SHOR 


LINE 


The Symbol of Service 


A Tribute 


February marks the birth of two of the 
greatest characters in American history: 
George Washington and Abraham Lin- 
coln. Washington founded principles of 
service and administration, and initiated 
wise policies, which have been handed 
down to his successors with great benefits 
to our country. 


Vol. XLJI, No. 5 F 








Sikuieas a te aN Lincoln held together that which 
December 14, 1799 aS Washington initiated, and in addition to 
the stroke of his pen abolishing forever 

We the institution of human slavery in this 

country, he forged the steel band binding 

We the east and west, by signing the Pacific 

Railroad Act, in April, 1862. This evi- 

NB dence of his great foresight and vision 

was one of the great documents in the 

We history of transportation. It opened 

the sparsely settled prairies to sturdy 

pioneers, and from this has evolved the 
great agricultural industry of the west. 
Lincoln knew that good transportation 
was necessary to progress and prosperity. 


The SOUTH SHORE LINE shall 
endeavor to emulate the spirit of service 
initiated and fostered by these two great 
Americans. Out of respect to them this 
February representation is devoted to 
comment on their service to mankind. 


In rendering GOOD TRANSPOR- 
TATION SERVICE, we hope to serve 
and do our bit for the betterment of 
America and American Industry. 





February 12, 1809 
April 15, 1865 


SESSESESESIESE 


ASRS 


Traffic Department 


CHICAGO, ILL.—79 W. Monroe St., Phone Central 8280 
William Petersen, Traffic Manager 
L. Binger, Assistant General Freight Agent 

W. R. Jones, Commercial Agent 
4 -= Frantz, Commercial Agent. 

W. Hodgetts, Traffic Representative 

F. Kilnowitz, Traffic Representative. 
- M. Newman, Traffic Representative. 


OUTH BEND, IND.—301 N. Michigan St., Phone Lincoln 5764 
- we Oberfell, General Freight Agent 
A. Steffaniak, Traffic Representative. 


CHICAGO SOUTH SHORE & SOUTH BEND R. R. 
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THE SOO LINE’S GREAT 


Freight Terminal 
Chicago 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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EDMONTON 


initial point with the shipment and ac- 
company same to Canadian port of 
— SAULT SAINTE MARIE 


MENOMINEE 


MINNEAPOLIS 
@ 
SAINT PAUL 


FREIGHT SERVICE MILWAUKEE 


AGENCIES 

Boston, Mass., 40 Central St. Kansas City, Mo., 788 Railway Ex. Bldg. 
Buffalo, N. Y., 409-410 Iroquow Angeles, Cal., 580 Van Nuys Bldg. 

Memphis, Tenn., Porter B 

Minneapolis Minn Sco Line Bide. ob St. and 

t. 
Marquette Ave. 
Neenah, Wis. Seattle, Wasb., 5564 Stuart ley 
New York, N. ¥., Woolworth ine, Wash., 1006 Old Nat'l Bank Bldg. 


MANITOWOC 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


Packing and Shipping Costs 


awered aN 
Jor hundreds of industries which rans 
now ship in Bemis Bags 


















Pon engaa “(hen Bemis Bags have replaced other 
OMAHA containers for shipping, the following 
NEW ORLEANS ° e it oa 

SAN FRANCISCO vital factors entered into the decision: 
INDIANAPOLIS 

MEMPHIS hy e * 
KANSAS CITY First cost, cost of handling, tare weight, 
WINNIPEG storage space, and, finally, suitability. 
BROOKLYN 

BUFFALO It has been found that Bemis Bags give more 
WICHITA ‘ ; 
WARE SHOALS, S.C. than ample protection to the products, against 
Cotton Mills all the hazards of transportation — usually 
ST. LOUIS : 
INDIANAPOLIS better protection than more expensive con- 
BEMIS, TENN. ; 

eaten tainers. 

INDIANAPOLIS 


Is there any reason why you should not have 
-o~ «pga the lower packing and shipping costs afforded by 
Bemis Bags? To find out, ship one unit of your 
product to us in its usual container; we will ship 
it back to you in a Bemis Bag—or tell you 


frankly it can’t be done! 


BEMIS BRO. BAG CO. 


Address: General Sales Offices, ST. LOUIS, U.S.A. 


WATERPROOF 
“BAGS. 


| | * pry CHEMICALS, | 








COTTON ~ BURLAP ~ PAPER ws PRINTED OR PLAIN 


February 4, 1928 THE 


Dh 


Offers a 
Highly Developed 
Freight Service 


between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 
ment of shipments. 
Canadian Pacific Railway 
Canadian National Railways 


Quebec, Montreal & Southern 
Boston & Maine 


(> 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


TRAFFIC WORLD 


Super-power Locomotives, Equipped with Auxiliaries 
Adding 25% to Hauling Power. 


Pennsylvania 

Lehigh Valley 

Central R. R. of N. J... .. 
Erie 


via Wilkes-Barre, Pa. 


via Binghamton, N. Y. 
via Owego, N. Y. 


And Their Connections 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative te junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON 
ALBANY, N. Y.—Telephone Main 3380 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
» MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
Jas. Vandenberge, General Agent, Freight Department, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
C. H. Clark, General Agent, Freight Dept., 
1101-02 Webster Building, 
327 South LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


FREIGHT TRAFFIC AGENCIES 


ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, Division Freight 
191 Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Department, 
518-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513, 514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Department, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


Agent, 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


WwW. J. MULLIN —— J. . - 
General Traffic Manager Vice-President an enera anager 
ROUTE OF ALBANY, N. Y. 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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AVEO, 


Gateway of the Southwest 


fo the 
Trade Routes of the World 
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Here--You'll find the 
Lowest Port Charges 


on the Pacific Coat 


HE lowest wharfage and 

dockage rates on the 
Pacific Coast. Just think 
what that means when the 
balance sheet is made up... 
MORE PROFIT! Hundreds 
of ship operators have found 
out that it is cheaper to stop 
at Los Angeles Harbor than 
any other . . . that’s why so 
many Trafic Managers are 
writing for additional infor- 


















Here Is Why 


ship operators now 
make Los Angeles a 


regular port of call! 


1 On the OPEN OCEAN (no bar) 
* an “always open’ port. 





2 Main channel fairway 1000 feet 
* wide. 


ad 3 Channels and berths from 30 to 
— * 35 feet at low water. 


4, Adequate turning basins stratcgi- 
cally located. 


a Ample protected anchorage. 


Cheapest bunker porte in the 
© world, 


7 Two completely fitted ship build- 
* ing and repair yards. 12,000 and 
15,000 ton dry docks. 


8 Perfect climatic conditions (out 
* of storm and fog belt). 


9 Lowest wharfage and dockage 
* rates on the Pacific Coast. 


meme eee 
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“A Good Story 
about the ERIE” 


At Buffalo, General Motors has a Chevrolet 
Assembly Plant served exclusively by Erie. 


At times, that Plant has been run for months 
with only one day’s inventory on hand. 


For five consecutive years, that Plant never has 
been short of cars for outbound loading. 


Erie Service never has failed to deliver the 
goods and take them away on time. 


If Service like that means anything, it means — 


SHIP and TRAVEL 








The chief interest in railway rates mani- 
fested by a good many shippers and receivers 
of freight is that of having rates on their ship- 
ments made and kept as low as _ possible. 
Is that good business? 


Every man who understands and appre- 
ciates business principles realizes that those 
with whom he deals must make a fair profit 
in order to give him the right kind of goods 
or service. He could not afford to place 
orders with them if he had reason to believe 
that their prices were impossibly low. Such 
logic is self-protection. The concern that is 
markedly out of line on the side of cheapness 
either will not remain long in business or will 
be forced to skimp on quality or service in 
order to “get by.” 


So it is with the railroads. Furthermore, 
the service they sell is so intimately connected 
with the success of every other business that 
the price of it is relatively much less impor- 
tant to the buyer than is the character of the 
service. If railway service were non-existent 


or scarce, it would be cheap at any price. 


Fortunately, however, railway service is 
plentiful, it is good and it ‘is so efficiently 
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produced in volume that it can be and is sold 
at incredibly low rates. Where else in the 
wor!d can a ton of freight be moved as expe- 
ditiously, as safely, as reliably, and as con- 
veniently for a small fraction more than one 
cent a mile? Yet that is the average American 
freight rate, which means that many ship- 


ments are moved even more cheaply than that. 


Such service would seem nearly the ulti- 
mate in economy, yet there are those who 
would whittle railway rates even lower than 
they are, ignoring their own interests in hav- 
ing the railroads realize such a profit as will 
enable them to produce service having the 
important virtues of speed, safety, reliability 


and convenience. 


It is not good business to force the price of 
any product so low as to impair its quality, 
and that principle applies with all the greater 
force in the-case of a product which is so 
essential to individual and national well-being 
as the service the railroads perform. 


Constructive criticism and suggestions are 
invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, February 1, 1928. 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


Here is a huge project that was rejuvenated 
through the medium of study—study of its 
patrons’ market and of its internal operat- 
ing methods— 


Resulting in an adaptation of human effort 
to conditions that constantly are changing. 


FOREST HILL TRANSFER STATION 


(76th to 79th Sts., between Leavitt and Western Aves.) 





west na masts BALTIMORE ak) OHIO FREIGHT STATION 


ALTIMORE =: O19 CHICAGO TERMINAL RR 


Let us demonstrate to you the personal . 
element, as well as the advantages of 
organization effort. 


Your inquiries earnestly solicited. 


ADDRESS 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 
CHICAGO CHICAGO 
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SOUTHERN PACIFIC LINES 
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Ellicott Square Bldg. 
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Dixie Terminal 


@ BUFFALO 
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MEXICO 


EXICO is a land of strange and vivid con- The line of the Southern Pacific is really the 
M trasts, none more striking than in the matter principal transportation system, making connection 

of transportation. Southern Pacific trains on the north with all the other lines which the 
and Pacific Fruit Express cars, the most modern Southern Pacific Company has in the United States 
of railway facilities, and up-to-date motor trucks and with all railroads operated by other companies 
are used. And yet—the quaint old ox cart remains in that country, transporting sugar cane, pineapples, 
a popular mode of conveyance nearly everywhere corn, bananas, tobacco, coffee and other produce to 
in Mexico. the markets of the world. 


Write, telegraph or 'phone 
® ‘*General Agent, Southern Pacific Lines’’ ® 
The Postman Knows Him 
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